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Edwin Charles Cox 


HE railway world is losing one of its outstanding 
figures in the retirement, on October 10, of Mr. E. ( 

Cox, Traffic Manager of the Southern Railway. Joining 
the old South Eastern Railway 53 years ago as a junior 
clerk, he rose rapidly to become the youngest Superin- 
tendent of the Line (of the South Eastern & Chatham 
Railway) in the country by 1911. During the South 
African war he had established a reputation when in 
charge of all military movements over the South Eastern 
& Chatham system, and the experience then gained he 
used to great effect during the great war, when he was 
responsible for an average of 140 trains a day between 
London and Dover or Folkestone. These trains and the 
connecting steamers—which crossed the Channel in the 
busiest months of the war at an average rate of one 
an hour—are estimated to have carried some thirteen 
million men, of whom none was lost. A _ million-and-a- 
half wounded were also despatched by rail from Dover. 
His organisation of all this traffic was remarkable in the 
extreme, as was his organisation of Richborough as a port 
for munitions. The responsibility for the introduction of 
the pest: suburban and Brighton line electric services 
has also rested with Mr. Cox, who has, moreover, had 
the honour of arranging for the journeys of more royal 
personages, British and foreign, than any other railway 
officer, and has frequently accompanied them personally, 
including the late Queen Victoria and King Edward VII. 
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On a recent journey with Queen Mary, Her Majesty ex- 
pressed her good wishes for Mr. Cox’s retirement, and 
subsequently sent him her signed photograph together 
with an endorsed photograph of his late Majesty King 
George V. Mr. Cox’s portrait and biography will be 
found on page 586 and we join his colleagues and 
numerous friends in wishing him many years of health 
and happiness in his well-earned retirement. 


* * * * 

Why Streamlining is Popular 

Both here and abroad, it seems, the streamlining of 
locomotives could be justified simply on the grounds of 
its success as a publicity venture. The streamlined Penn- 
sylvania Pacific locomotive, No. 3768 (illustrated in our 
issue of May 1), has attracted large crowds of spectators 
throughout an extensive exhibition tour in the United 
States, while the departures of our own Silver Jubilee 
express from King’s Cross are still presided over by a 
policeman, who exercises a benign surveillance upon the 
ardour of autograph hunters, the exertions of sensation 
mongers who wish to boast that they have placed one foot 
upon the footplate of Silver Link or her sisters, and the 
suicidal tendencies of amateur photographers. No such 
enthusiasm was aroused when all the claim that could be 
made for a new locomotive type was that it was more 
powerful than its predecessors. Perhaps even speed would 
have exercised less appeal had it not been exemplified 
by design so well in harmony with modern taste. Therein 
lies part of the appeal of the streamlined engine; not only 
does it give the public what it wants, but it is welcomed 
as a tangible assurance that that popular favourite—the 
steam locomotive—is as well abreast of the times as ever. 


* * * * 

The Week’s Traffics 

As was the case in the 39th week of the current year 
the principal increases in the earnings of the four group 
companies for the past week were in passenger train traffic. 
In this class of traffic the percentage increases for the 
year to date are:—on the L.M.S.R. 2:14, against 1-98 
at the end of the previous week; on the L.N.E.R. 1-91, 

igainst 1°81; on the Great Western 1:33, against 1-18; 
om on the Southern 1-55, against 1.39. In the percentage 
increases to date in merchandise receipts the variations 
from the previous week have been slight except on the 
Great Western, the L.M.S.R. remaining the same (5-88), 
the L.N.E.R. rising from 3-98 to 3-99, and the Great 
Western from 4:32 to 4:40. 


40th Weck Year to date 





Pass., &c. Goods, &c. Coal, &c. Total Inc. or Dec. 
£ 

M.S. 

.N.E, 19,000 + 14,000 11,000 + 44,000 + 1,181,000 + 3-47 

-W.R. -. + 15,000 14,000 - + 29,000 + 595,000 + 2-57 

' -- + 23,000 5,500 500 + 29,000 + 286,000 + 1-78 


£ 
R. .. + 41,000 + 28,000 9,000 + 78,000 + 1,907,000 + 4-07 
R. 


The increases for the past week shown by Irish railways 
are: —Belfast & County Down £440, Great Northern 
£1,500, and Great Southern £5,723. 


* * * 


‘* More for Your Money’ 

Red plush, we gather from an article in a recent issue 
of Collier’s magazine, holds for thousands of American 
travellers somewhat the same associations of tyranny and 
discomfort as does milk pudding in the nurseries of 
Britain. It is remembered as the badge of an age when 
railway fares were high, carriages ugly and ill-ventilated, 
and restaurant car tariffs prohibitive. The picture may 
be a little overdrawn in the exuberance of recalling how 
decisively America showed her independence by deserting 
the railway for the motorcar, but at least the author allows 
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no rankling memories to impair the enthusiasm with which 
he greets the new policy of lower fares and improved 
accommodation. These are factors which the railways are 
exefting ‘themselves to bring to the notice of business 
executives, because, coupled with the 2 cent-a-mile stan- 
dard fare, the time-saving of rail travel enables the com- 
panies to make out a much more favourable case than 
before in comparison with motorcoach and private car 
travel. Under the title ‘‘ More for Your Money,”’ the 
New Haven Railroad has produced an attractive illus- 
trated booklet announcing a new Travel Analysis Service, 
specially devised to inform business organisations of the 
advantages accruing from rail travel at the new fares. 
* * * * 
Overseas Railway ‘Traffics 
The greatest improvement in Argentine railway traffics 

during the past fortnight is again that shown by the Central 
Argentine which has in the two weeks added £58,334 to 
its former increase. On the Buenos Ayres & Pacific the 
advance in the same period has been £5,688. The 
Cordoba Central has, however, reduced its previous in- 
crease from £34,270 to £33,120, and the Buenos Ayres 
Western has taken only £824 off its previous decrease. 
The fall in Buenos Ayres Great Southern traffics in the 
past fortnight has been £22,462, as compared with £41,034 
in the preceding two weeks. 

No. of Weekly Inc. or 

Week Traffics Decrease 
£ £ £ 
77,235 + 3,204 1,019,869 4 
112,000 1,925 1,500,902 — 
41,588 3,221 540,584 — 19,026 
146,894 29,165 1,886,253 226,347 
934,000 — 28,200 19,988,800 + 1,580,800 
214,950 8,700 4,048,650 237,600 


Inc. or 


Aggregate 
‘ Decrease 
£ 


Traffic 
10,955 
169,681 


14th 
14th 
14th 
14th 
39th 


26th 


Buenos Ayres & Pacific 

Buenos Ayres Great Southern 
Buenos Ayres Western 

Central Argentine 

Canadian Pacific 

Bombay, Baroda & Central India 


The Canadian Pacific gross increase for the first eight 
months of 1936 is £1,407,400, but the net increase is only 


£61,400. 
* * * * 


Trains Removed from Streets of Syracuse 

At many places in the United States railway lines are 
at street level in the cities, but nowhere has the main line 
of a major railway shared a common level with road vehi- 
cular and pedestrian traffic to quite the extent that has 
heretofore obtained on the New York Central system at 
Syracuse, New York, a city of 200,000 inhabitants. 
There, the New York Central main line traversed one of 
the principal thoroughfares in the heart of the munici- 
pality, and the spectacle of such famous express trains as 
the Twentieth Century Limited and the Empire State Ex- 
press proceeding at a snail’s pace through crowded streets 
has long been incongruous. Now it has ceased, for on 
September 24 the Empire State Express made a cere- 
monial journey through the streets of Syracuse, and imme- 
diately afterwards, amid the din of bells and whistles, the 
New York Central formally opened its new 4-3-mile 
clevated line through the city, together with its new pas- 
senger station, which has been under construction for the 
past three years. Projects for the elimination of level cross- 
ings in America are now generally recognised as a legiti- 
mate object of public expenditure; hence the cost of such 
improvements is usually borne only in part by the rail- 
ways concerned, and the balance is advanced by the 
Federal, State, and local governments. : 

* * * * 

Non-Stop Running 


In one respect at least the passenger train services of 
Great Britain can claim an unchallenged supremacy, and 
it is in a somewhat unexpected direction considering the 
limited confines of the island in which these records are 


achieved. We refer to the fact that the eight longest 
daily steam-hauled non-stop runs in the world take place, 
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during the summer months, on our home railway 
if diesel competition be admitted, at least five 
the British runs are still superior in the matter of length, 
The list is headed, of course, with the 392-7 miles of the 
L.N.E.R. Flying Scotsman between King’s Cross and 
Edinburgh; and when this run is broken into during the 
winter with intermediate stops, the L.M.S.R. takes the 
lead with the run of 299-1 miles from Carlisle to Euston. 
maintained daily throughout the year. The nearest ap- 
proach with steam traction to the foregoing on the main- 
land of Europe is the 226-7 miles of the Nord 
Express over Northern of France metals between 
Paris and Liége, followed by the 219-0-mil- Paris 
Nancy runs of the Est; in America the 188-7 niles 
the Pennsylvania between Pittsburgh and Crestlin 
sents the limit, so that the United States could 
claim a place in the list of daily non-stop runs « 
200 miles in length which appears on page 590 of t 
were American steam-operated trains included. 


Even 
S1x of 


repre- 


* * * * 

A Momentary Lapse 

One feels very sorry for a signalman who, aft 
years of service with a good record, many bein 
in one signal box, makes a blunder leading to a 
as happened at Peterston, G.W.R., on June 10. On page 
591 will be found a summary of Colonel Woodhiouse’s 
report on this accident, which would have been much 
worse if the light engine had not been set in motion just 
before. The signalman’s inability to recollect what he 
had done and to give a coherent account of his actions, 
makes it necessary to assume to some extent what oc- 
curred. It seems to have been a case where a man, 
having intended—perhaps not too definitely—to do a 
certain thing, receives an impression a little later that h 
has done it and half consciously continues on that assump 
tion, which nothing that he sees, or hears even, influences, 
at least for a time. Probably ail of us recollect having 
done this, though fortunately not in signal boxes. If 
a man is under such a misapprehension, it is not very 
difficult to glance out of a signal box window and imagine 
an engine to be on the line one had intended to put it 
on, when it is really on the adjacent line. It is also in 
such circumstances comparatively easy to accept a train 
by mistake, especially if, on giving ‘‘ out of section "’ fot 
one train, ‘‘is line clear?’’ is at once received for the 
next. There is more of habit and suggestion in these 
things than we like to ad nit. 


long 
spent 
lision, 


* * * 


A Railway Hotel on Wheels 

Pullman cars used on the railways of this country ar 
built as single units and are for day service only. Recently 
the Pullman Company of America has developed a new 
type of vehicle consisting of a lightweight streamlined 
articulated two-unit car so constructed that it can be used 
in a train composed of vehicles of the present standard 
types. The body of the new duplex car is built of steel 
and aluminium alloy is employed for the interior finish: 
the net weight is 99 tons 17 cwt. The first unit, bearing 
the name Advance, is 74 ft. 6 in. in length; it serves as a 
sleeping car and contains sixteen rooms or compartments 
fourteen of which are equally divided between single rooms 
at the floor level and others reached by three steps up from 
the aisle. The rear unit, 75 ft. 14 in. long, is named 
Progress and is devoted in part to room facilities, with a 
buffet-observation lounge at the rear end. The _ bodies 
are 9 ft. 7 in. outside width and 13 ft. 5 in. overall height 
above the rail. Six of the downstairs duplex rooms are 
arranged en suite, a sliding partition transforming each 
pair into a single large room. Folding writing tables, 
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for serving meals and other purposes, are pro- 


i the Advance car; the furniture is of a modern 
design with tubular aluminium frames. _ The complete 
duplex unit is carried on four-wheeled bogies at each end, 
with a «.x-Wwheeled bogie under the centre articulated por- 
“ion, Tue new duplex car has been tested on the Twentieth 
Century Limited train of the New York Central and will 
next be used on the Pennsylvania Railroad Company's 
Broad Limited. Thereafter it will be incorporated in 
other trains running in different sections of the U.S.A. We 
iJlustrate this two-car unit on page 584. 


* * * * 


The ‘“‘ Trianon Burden” 
before the Hungarian Parliament recently 


Spe ne 
op the guestion of the State Railway finances, a deputy 
named Gorgey, reported to be an authority on transport 
matters, drew attention to the difficulties confronting the 


king as a result of the provisions of the Treaty 
of the Trianon, in which he was supported by the Minister 
for Trade and Transport, Dr. Winckler. The pensions 
is at present exceedingly heavy, amounting to 
71 million pengés annually, or some 5 million more 
than wages paid to the active staff. If it were not 
for this burden, the operating account would show a satis- 
factory credit balance of some 15 million pengés. Nearly 
30 million pengés are paid yearly to persons formerly 
serving on the lines in the territories ceded by Hungary at 
the end of the war, who still have to be maintained at 
Hungary’s expense. In addition, the Minister emphasised, 
the undertaking is now carrying many classes of freight 
at rates which do not, or only just, pay, in order to assist 
industries, chiefly agriculture; the real efficiency of the 
railway service is therefore much greater than appears 
at first sight. 


indert 


charg 


about 


Stale 
* * * * 

De Glehn Compounds in India: (1) On the B.N.R. 

Following the universal fame achieved by the du Bous- 

quet-de Glehn compound locomotives on the Northern 

Railway of France early in this century, and the placing 

of orders with a Continental firm by the Great Western 


Railway for three engines of this type, two series of very 
similar locomotives were built for India by the North 
British Locomotive Co. Ltd. in 1907 and 1909, both 
having the 4-4-2 wheel arrangement. The first of these 


was for the Bengal-Nagpur Railway, and so successful 
were these engines that their number was increased from 
2 to 15, and for many years they handled some of the 
trains on that system; it was only when increasing 
loads made greater adhesive weight essential that they 
gave place to the 4-6-0 type. In fact, such a reputation 
had they established, that, in 1929, a much more powerful 
Pacific design embodying a similar arrangement . of 
vlinders and motion—though otherwise conforming with 
the Indian ‘* XC ’’ standard type—was introduced on this 
railway. The resulting fine engines, which were turned 
out by the same builders, were described and fully illus- 
trated in the August, 1929, issue of our monthly constituent 
The Railway Engineer. 


he 
pest 


* * * * 
De Glehn Compounds in India: (2) On State Lines 


The second series of de Glehn compounds, ordered from 
the North British Locomotive Co. Ltd. in 1909, was 
originally intended for service on the Eastern Bengal 
State) Railway, a line where the 4-4-2 type of locomotive 
Was then very popular. In fact, the standard E.B.R. 
Atlantics running on the crack Darjeeling mail schedules 
had at that time to maintain in daily service point-to-point 
speeds never surpassed in India. Actually however, the 
our de Glehns were not used on that line, and instead, 
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did excellent work upon the North Western system until 
1927. To the last their ability to get away smartly and 
to sustain high average speeds was remarkable. The most 
curious feature about these engines was, however, the fact 
that their tenders were fitted with water pick-up appa- 
ratus, ‘‘ curious,’’ because there have never been any 
water troughs in India, and, so far as we are aware, none 
were ever seriously contemplated. Possibly the former 
speed of the Darjeeling mail engendered the idea of future 
troughs on the E.B.R. main line. At any rate it would 
be interesting to learn if any of our readers can throw any 
light on this anomaly. 


* * * * 


Increasing Use of Roller Bearings on Railways 

The adoption of roller bearings for railway axleboxes 
has proceeded very rapidly during the last few years, 
and at the moment there are probably not less than a 
quarter of a million such bearings in regular service on 
the railways of the world. A number of railways on the 
Continent of Europe have apparently standardised them 
for their coaching stock, especially those lines which have 
adopted electric traction, and numbers of goods vehicles 
have also been equipped. The application of roller bear- 
ings to locomotive journals is proceeding at an increasingly 
rapid rate, and several thousand such bearings are at 
work on the carrying axles of locomotives and tenders, 
During the last few 
months fully 150 engines have been ordered with all carry- 
ing axles so equipped. Already some of the first bogie 
axle bearings to be applied have exceeded a distance of 
one tmiilion miles, whilst application to driving wheel axles 
has gone forward, and quite a number of engines have 
been so fitted in the United States. ‘The first of these 
engines, each with a different make of bearing, have now 
exceeded a mileage of half a million. At least six loco- 
motives with cylinders exceeding 20 in. in diameter have 
been fitted with roller bearing connecting and coupling 
rod bearings, and of these three cr four must have 
exceeded 100,000 miles of service. 

* * * * 


New 5 ft. 3 in. Gauge Baltics 

On page 583 of this issue we publish an _ illustrated 
description of some large Baltic (4-6-4) type tank loco- 
motives recently built in this country for local passenger 
service on the San Paulo Railway of Brazil. This may 
be regarded in one sense as an ‘‘ ordinary ’’ design which, 
whilst not presenting any outstanding features, incor- 
porates in its general make-up all that is required to 
provide a powerful and fully equipped engine capable of 
handling heavy trains under far from easy operating con- 
ditions. Locomotives that have to haul trains making 
frequent stops and re-starts have, as a rule, a harder task 
than where continuous running over longer distances is 
entailed, and these new 4-6-4 tanks possess all the attri- 
butes that have proved successful on other railways for 
heavy suburban and similar services. The wheelbase is 
usually referred to as symmetrical, and the combination 
of a relatively high boiler pressure and 60 tons of adhesion 
out of a total weight of 106 tons, with large cylinders and 
a moderate coupled wheel diameter, ensures ample tractive 
force available for starting and climbing, and also the 
ability to run at fast average speeds when opportunity 
occurs. Constructed by the North British Locomotive Co. 
Ltd., these engines represent very good examples of the 
locomotive builder’s art in respect of workmanship and 
general finish. They have been built in accordance with 
the requirements of the Chief Mechanical Engineer, Mr. 
P. C. Ford, and under the supervision of Messrs. Fox & 
Mayo, Consulting Engineers, London. 
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On the Way to Standard Revenue 


A MOST illuminating and interesting address on “‘ Some 

Aspects of Railway Finance ’’ was delivered on Tues- 
day by Mr. W. V. Wood, Vice-President, L.M.S.R., io 
the Bristol and District Section of the Institute of Trans- 
port. Some extracts from it are given in our News Section 
on pages 588 aid 589. It is of particular value also as 
a corrective of many popular misunderstandings of rail- 
way finance. There has been a tendency in many quarters 
for some time past to write off as obsolete the idea of the 
four amalgamated companies attaining the standard 
revenues which Parliament in the Railways Act of 1921 
most certainly intended them to have. Mr. Wood, on the 
other hand, states that there is no reason why in the course 
of time this level should not be attained. There has been 
a substantial recovery from the lowest point and if the 
1929 gross earnings were reached, with retention of only 
a third of the reductions in annual expenditure since then, 
the standard would be about reached and represent an 
earning of nearly 4-7 per cent. on the capital receipts of 
the companies. The basis of the standard revenue fixed 
by the Railway Rates Tribunal is the net revenue of the 
year 1913, together with certain allowances mainly for 
fructification of capital expenditure which was not fully 
reflected in the 1913 figures. At the end of 1935 th: 
standard revenues of the four companies added togethe 
would represent £51°3 millions in round figures. Th: 
nearest approach to this figure has been the £45 millions 
of net revenue earned in 1929, when the net revenue ct 
the Great Western Railway was only £162,423 below the 
standard and that of the Southern only £173,564 below 
the standard. Supposing that the standard revenues had 
been attained in 1935 the L.M.S.R. would have been abk 
to pay 7} per cent. on its ordinary stock, the L.N.E.R. 
4 per cent. on its deferred ordinary stock, the Great 
Western 8 per cent. on its ordinary stock without recourse 
to reserves, and the Southern 2} per cent. on its deferred 
ordinary stock, leaving amounts to be carried forward 
much the same as at present. 

Mr. Wood defined the term ‘‘ net revenue ”’ in the rail- 
way accounts as the money available on the year’s 
working for interest and dividend on both debenture ana 
share capital. With regard to dividends on guaranteed 
stocks he explained that if in any year ending on 
December 31 there are not profits available for the pay- 
ment of the full dividend on a guaranteed stock, the 
deficiency has to be made good out of the profits of sub- 
sequent years in priority to the payment of any dividend 
upon the preference and ordinary stocks. If railway net 
revenues decline, the effect will be to reduce the return 
on the capital invested and if they improve, the effect 
will be the reverse, but neither process justifies an arti- 
ficial alteration of the capital to make the return upon 
it look better or worse. On the subject of economies Mr. 
Wood mentions that between 1922 and 1935 the four 
companies effected a reduction in working expenses of no 
less than £45,000,000. By its locomotive policy the 
L.M.S.R. has secured a clear economy of £2,000,000 per 
annum apart altogether from changes in prices and quan- 
tity of work. This result fully justifies the close investiga- 
tion and supervision which led to it. It included a detailed 
and prolonged analysis of all the maintenance and running 
costs of each type of locomotive in relation to performance, 
decisions on designs in the light of these data and the 
probable trend of train requirements, and a courageous 
spending of large amounts on new stock. As Mr. Wood 
remarks, it is easy to spend money in an expanding indus- 
try in times of improving trade but not so easy to do 
so in an industry beset by the difficulties of the railways 
in recent years. , 
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Mr. Wood gives an interesting description of t! 
of budgetary control introduced by his company a few 
years The supervision of the actual spending jn 
relation to the budgetary estimate is so clos it it is 
generaliy found that the actual expenditure c esponds 
very nearly to the budgetary estimate, new circuinstances 
being foreseen and dealt with specially. In ¢i revised 
form of accounts prescribed in 1928 by the Ministry of 
Transport the term ‘‘ maintenance’’ embraces depre iation 
repairs, and renewals. There is a fairly steady 
ture on repairs and renewals and this is charged | 
as it is spent. On the other hand, complet 
particularly of rolling stock and permanent way 
irregularly and these are charged annually on 
vision ’’ basis (except on the L.N.E.R.), represe: 
average probable outlay, regardless of the actual! 
in a year. Accounting by the four companies 
the London Passenger Transport Board is greatly 
tated by their practice of keeping their accounts 
weekly periods and not in calendar months, a “‘ private 
calendar reform,’’ as Mr. Wood calls it. This fou mile 
method is adopted in the striking graph of comparative 
railway receipts which is given on page 588. Each group 
of weeks from the beginning of 1930 to the second period 
of 1933 shows a decrease (in the total traffic) from the 
previous year and each group since, with the exception 
of the first part of 1935, 
vious year. 
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High Speed Freight Transport 


HE modern tendency for traders, manufacturers, and 
merchants to carry small stocks and replenish them 
frequently has created a constant demand for more and 
more rapid transport, which the British railway companies 
have been endeavouring with marked success to provide 
during the last few years. The efficient operation of freight 
trains at high speeds is obviously dependent to a very 
great extent upon the provision of adequate brake power 
To facilitate fast running, therefore, the railway com- 
panies have increased the number of freight train vehicles 
fitted with vacuum brakes by no less than 50 per cent. 
during the past four years, the total number in service 
now exceeding 72,000. By means of these vehicles, the 
companies have increased the number of express vacuum 
braked freight trains operated daily from 338 in 1931 
to 661 at the present time. The fastest trains are those 
composed entirely of vehicles fitted with continuous 
vacuum brake. These are timed to run at average speeds 
in the region of 45 m.p.h., but in practice attain, over 
favourable stretches of line, speeds exceeding 60 m.p.h., 
and frequently have as many as sixty loaded wagons, 
the total weight hauled by the engine reaching 700 tons 
The next fastest trains are those called partly fitted, as 
they comprise a stipulated proportion of vacuum fitted 
vehicles formed next to, and directly connected by brake 
pipe with, the engine, the remainder of the train consisting 
of non-vacuum fitted vehicles. 

Partly-fitted trains are timed at varying speeds dependent 
upon the number of fitted vehicles formed next to the 
engine, the total load, gradients, &c., but a number of 
them reach speeds up to 55 m.p.h. over certain sections 
of their route. Loads up to 75 wagons are frequently 
conveyed by these services, which run mainly at night 
and maintain a high standard of punctuality; many of 
them are booked to run distances exceeding 100 miles with- 
out a stop. Express freight train services operate daily 
between London and the principal provincial cities and 
towns, while the latter have, in turn, their inter-city trade 
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for by ancillary services operating in conjunction 
main trunk services for intermediate and branch 

itions. The vehicles used on these fast services 

open and covered goods wagons for general mer- 
wagons specially designed to ensure the safe 
nce of fruit, meat, cattle, &c., while the rapid 
ment of the container system for the conveyance 
in bulk, including furniture removals, has neces- 
the construction of special container flats to 
loading and unloading operations. By this means, 
ypanies are able to offer regular and reliable one- 
nsits for general merchandise between all important 

. facility which is proving of material benefit :o 

ind industry. 

* * * * 
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Swedish State Railways in 1935 


TH! greatly improved economic conditions that have 
obtained in Sweden during the last year or two are 
naturaily reflected in the figures in the report on the work- 
ing for 1935, which indicates an increase in receipts under 
practically all headings, resulting in the undertaking being 
able to pay all interest charges out of its own funds with- 
out State aid, for the first time since 1930. The following 
table gives a comparison of the principal figures for the 
last three years : — 
In millions of Kronor for 
Receipts from 1933 1934 1935 
Passenger trath , . 60-0 66-0 70-9 
Goods (excluding ore) ne 79-2 90 -¢ 97-1 
Ore trattic ee re = 4-3 9-0 14-3 
Postal traffic, parcels, XK ad 10- 10-¢ 11-1 


154- 176- 193- 
Expenses due to 
perating he a ae 89-6 90)- 92-7 
iintenance (excluding stores) 34- 37° 
sions ja ain - 8- 8- 
132- 136°: 
Working surplus ats “a 21-6 40-: 


Profit or loss, after meeting all 
charges a e* ee 15: 


\n exact comparison between these years is, however, 
not easy to make because numerous changes have inter- 
vened to influence the results, such as the taking over by 
the State of certain private lines, gradual extension of 
electric traction, road motor competition, alterations to 
rates and fares, salaries, wages, and pensions. Since the 
period of commercial improvement began, early in 1933, 
electrification has been steadily extended, so that about 
two-thirds of the total load transported in 1935 was con- 
veyed in electric trains; it was rather more than one-half 
in the previous year. This has considerably affected the 
working costs; receipts have risen by 38 million kronor 
since the worst period of depression in 1932, but opera- 
ting and maintenance costs by only 43 million, and part 
of this sum has been due to charges relating to absorbed 
lines. Many other savings have been made through 
altered station working, power and automatic signalling, 
and other measures. Further steps have been taken to 
increase comfort in the rolling stock and provide better 
train connections, while journey times have been cut and 
additional cheap fare facilities introduced. Passengers 
carried increased 8-6 per cent., passenger-kilometres 10:1 
per cent. and passenger receipts 7:4 per cent. over 1934. 

Goods traffic has been affected largely by the develop- 
ment of overseas trade. The export of fish and timber 
fell but was compensated by an increase in ores, pulp, 
and paper. Coal represented the heaviest import traffic. 
The needs of the iron, steel, and building industries, which 
Were all active, gave rise. to most of the improvement. 
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Parcels and similar traffic rose considerably, in spite of 
road competition. Ore traffic increased as much as 58 
per cent. and reached nearly 59 per cent. of the 1929 
record. A slight alteration in the method of reckoning 
the traffic to and from the harbour lines at Gothenburg, 
over which pass many vehicles belonging to the Bergslager- 
nas and Gothenburg—Boras Railways, prevents exact 
comparisons with previous years, but not sufficiently to 
affect to any great extent the general tendency. Tonnes 
of goods, which were 9-4 millions in 1934, rose to 10-0 
millions, without the ore traffic, the tonne-kilometres being 
1,533 and 1,673 million respectively; this comparison 
allowing for the above alteration. In loads carried the 
traffic has actually exceeded that of 1929, but receipts per 
tonne-kilometre have fallen greatly, being now about 1 
ore, a result of the cuts in rates introduced in October. 
1930, January, 1931, and January, 1934. 

Despite exchange difficulties, passenger traffic to other 
countries has maintained a high level. The Sassnitz— 
Tralleborg service carried 115,000 persons, 8,000 more than 
in 1934; that from Malm6é to Copenhagen 249,000, an 
increase of 15,000; and on the Halsingborg—HelsingGr route 
there was an increase of 162,000, making 806,000 persons 
carried. Foreign goods traffic also showed good results 
on the whole; it was 87 per cent. more with Germany, 
but 12-0 per cent. less with Denmark. Ordinary traffic 
with Norway was 2:3 per cent. less, but the enormous 
increase in the ore traffic with that country, 49-3 per cent., 
masked the decrease altogether. The Tralleborg—Sassnitz 
route showed increased activity in this respect, but towards 
the end of the year the traffic from Sweden began to fall 
off. Imports from Germany over this route rose, con- 
sisting chiefly of iron and machinery. The principal 
charges on the undertaking, beyond operating expenses 
and pensions, were the guaranteed subsidy towards the 
ore carrying line from Lulea to the Norwegian frontier 
at Riksgransen (the name means “frontier of the 
realm ’’), amounting to 3°2, as against 7, million kronor, 
including some interest charges left from the years 1932 to 
1934; the sum placed to renewals account, which was 19-1 
millions, against 18-7 the previous year; and the interest 
on capital invested by the State, 32 millions, or 1 million 
kronor more than in 1934. Reports reaching us lately 
indicate that further fare and rate concessions may be 
expected before long. 

* * * 


Facilitating High Speeds 


7HATEVER opinions may be held about the merits 
of travelling faster, the fact is that there is an 
increasing demand for speed, and those who would profit 
best by this demand will be those who cater for it by 
anticipating it first. As we have frequently pointed out, 
railways are in a most fortunate position in this respect, 
for they alone of all forms of transport can provide high 
speed with almost complete safety. The safety of travel 
by rail has always been upon a high level, but until recent 
years high speed has not been widely practised on railways. 
Isolated cases there have been, but the general average 
has beeri very moderate. Within the last few years, how- 
ever, as our pages have recorded, the isolated cases of 
high speed runs have multiplied exceedingly, especially 
in countries other than our own. France and Germany 
were the pioneers on the Continent, and are being followed 
by Italy, Belgium, Denmark, and other countries. The 
U.S.A. has speeded up to a really astonishing extent in 
the course of two or three years, and as a result of this, 
in conjunction with greater comfort and lower fares, has 
undoubtedly won back much traffic lost to other forms of 
transport, and gaining new traffic that was non-existent 
























































































































































































































































































































































































































































































































before. In Great Britain our progress is characteristically 
slower, but nevertheless signs are not wanting that we 
shall be abreast of the others in the course of reasonable 
time. 

With all the speeding up that has taken place, there has 
been no diminution in the average safety of travel. On 
the contrary safety has, if anything, increased with the 
increase of speed, and this is no doubt due very largely 
to the fact that special precautions have generally been 
taken before instituting the higher speeds that are now 
the vogue. On the Continent and in America, improve- 
ments to the permanent way and to signalling preceded 
speeding up. In this country our permanent way was 
already at so high a standard that little additional work 
was necessary for such possibilities as, for example, the 
Cheltenham Flyer and the Silver Jubilee, to become 
realities. Nevertheless much remains to be done to our 
permanent way, especially in the direction of eliminating 
or minimising speed restrictions in order to widen the scope 
of high speed travel. Realignment of curves has been 
proceeding steadily on all the main line railways since 
the war, and has very noticeably improved the running 
(and consequently passenger comfort) of fast trains. 
Much has also been done in the way of improved drainage 
and ballasting, and methods of maintaining the alignment 
and level of the track. 

With the prosecution of such programmes there has 
been steady progress in ways and means of achieving the 
end desired. The almost universal use now of Hallade 
track recorders has been one of the most potent means 
of accelerating permanent way improvement programmes, 
and in this and last week’s issue of THE RAtLWay GAZETTE 
we are publishing two articles entitled ‘‘ High Speed 
Junctions ’’ which describe one of the most important 
developments that have ever yet taken place in connection 
with railway permanent way. By a simple but extremely 
ingenious method, for which credit must be given to the 
engineers of the London Midland & Scottish Railway and 
a well-known firm of makers of permanent way equipment, 
it is now practicable to provide transition curves and cant 
through lines diverging from the straight to such a degree 
as to permit of perfectly smooth and steady travel on the 
diverging line at speeds upwards of twice as high as would 
be possible without the incorporation of these devices. 
Like many important inventions, the simplicity and 
economy with which this result is achieved tends to 
engender surprise that it had not been thought of and 
adopted earlier, but like other inventions it has required 
the exercise of genius to reveal the simplicity which has 
paved the way to progress. This new type of high speed 
junction described in our pages will, there is little doubt, 
begin a new epoch in permanent way design and practice, 
an epoch which will be marked by still greater safety, 
further economy in permanent way maintenance, and in 
traffic operation, and which will be welcomed no less by 
the general public for the benefits it will confer than by 
the engineer and the railway traffic officer who will thereby 
be enabled to confer those benefits. 


* * * * 


Cross-Balancing in Locomotives 


CCORDING to a committee report made to the 
American Railway Master Mechanics Association 
in 1915, it was thought unnecessary to cross- 

balance a locomotive with outside cylinders. In 
other words static balancing was found to be satis- 
factory for the speeds at which railways were then 
operating trains. Locomotives with small wheels were 
used in freight service and ran at low speeds, with 
35 to 40 m.p.h. as a maximum, but the wheels on these 
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engines were badly out of balance when the diflerences 
in the planes of the revolving parts were considered, and 
damaged rails were infrequent solely because these small 
wheeled engines were usually loaded to capaciiy and 
operated at very low speeds. A few years ago one of 
the leading American railways conducted a series of rail 
tests, and, with the use of an instrument knowin as the 
Stremmatograph, was able to determine, at least relatively, 
the effects of different balances on the rail; these tests 
proved conclusively the need for cross-balancing. in main 
driving wheels that were thought to have some allowance 
for reciprocating weights, the instrument recordings showed 
a tremendous pressure on the rail when the crank pin 
was on the bottom centre instead of when the balance 
was down. A marked improvement was obtained by 
applying additional weights at right angles to the balances 
in such wheels, and shortly after these tests it became 
the practice to cross-balance the wheels on all new locomo- 
tives. More recently the Baldwin Locomotive Works has 
introduced a new type of disc wheel centre obtaining its 
strength from triangular sections of metal at the hubs 
and rim of the wheel. With this construction it is possible 
to reduce the diameter of the axle and crank pin hubs, 
thus lightening the upper part of the wheel and affording 
more space in the lower half for the lead in the counter- 
balance. These wheels are being increasingly applied to 
new locomotives in the U.S.A. 








LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 








Notable Emergency Runs 


‘ Westcott,’’ Sedlescombe Road North, 
St. Leonards-on-Sea, October 5 
To tHE Epitor oF THE RaILway GAZETTE 

Sirk,—The description in your issue of September 25 of 
the highly meritorious runs achieved in emergency by old 
engines is of great interest. With regard to the Ivatt 
Atlantic’s dashing trip with the Silver Jubilee train, | think 
the schedule allows only 1274 minutes for the 156 miles 
from passing Doncaster to stopping at King’s Cross so 
that the time of No. 4452 of 139 minutes was 11} minutes 
in excess. Possibly it was that, allowing for a start as 
compared with a passage at speed, the Atlantic’s time was 
no more than eight minutes more than the Flyer’s allowance, 
which you intended to convey in your article. This in no 
way depreciates a remarkably fine performance which was, 
I suppose, roughly comparable to some of the most notable 
time-gaining efforts by these engines on Pullman expresses 
when one allows for the fact that the Pullman trains, com- 
posed of unstreamlined vehicles, weigh at least 50 tons 
more. No. 4452 was the first of the last series of G.N. 
Atlantics to be built: the ten which were turned out with 
superheaters and piston valves at the end of 1910, and 
she has put up some remarkable performances with heavy 
trains in years gone by. 

Yours faithfully, 
R. A. H. WEIGHT 








BRITISH STANDARD SPECIFICATION FOR TURPENTINE AND 
WHITE SPIRIT FOR Paints.—The British Standards Insti- 
tution has issued Specification No. 244, which embodies the 
revised form of the two B.S. Specifications for turpentine, 
Types 1 and 2 (B.S.S. Nos. 244 and 292), and that for white 
spirit (B.S.S. No. 245). The grouping of these three specifica- 
tions in one publication has been effected in the hope that 
in this form they will be more serviceable to industry. Copies 
may be obtained from the British Standards Institution, 
28, Victoria Street, London, $.W.1. Price 2s. 2d. post free 
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PUBLICATIONS RECEIVED 


The Traveller’s Guide to Kenya 
and Uganda. Nairobi, Kenya Colony : 
Kenya and Uganda Railways and 
Harbours. 84 in. 54 in. 232 pp. 
[llustrated. Folding map. Paper covers. 
No price stated.—A new issue has been 
publis! d of this useful travel book, 
the first edition of which was reviewed 
in our issue of October 25 last year. 
Railw travel and excursion facilities 
figure prominently, and intending visi- 


tors will read with pleasurable antici- 
patior the 50-page section entitled 
‘With the Kenya and Uganda Railways 
on Tour.” Reference to railways is 
not omitted in the section on big game, 


for it is stated that the traveller in 
trains of the Kenya and Uganda Rail- 
wavs on certain routes can see more 


game in a day from the carriage windows 
than any normal man could see in a 
lifetime in the ordinary zoos of the 


world \ll necessary information is 
given for the sportsman, as, indeed, 
it is for those who travel to Kenya 
and (ganda for any other holiday 
purpose 


The Institute of Transport 
Examinations : Second Edition. 
London, 1936: The Institute of Trans- 
port, 15, Savoy Street, Victoria Em- 
bankment, W.C.2. Pp. 86. 94 in. 

6 in. Paper covers. Price 2s. 6d. 
This useful little handbook, edited by 
Prof. H. M. Hallsworth, C.B.E., and 
described in the sub-title as ‘‘ Notes for 
the guidance of candidates unable to 
attend preparatory courses,’’ was first 
published in the summer of 1934. The 
preparation of this second edition has 
allowed for considerable revision and 
enlargement of the original notes. The 
various branches of the transport indus- 
try are dealt with in separate sections, 
designed, as Prof. Hallsworth explains 
in his introduction, “‘ to assist candidates 
to understand the nature and range of 
the subjects covered, the best methods 
of approaching and studying these 
subjects, and what are the principal 
authors and books dealing with them.” 
Three new sections have been included 
dealing with the Elements of the Law 
of Ocean Carriage, Economics of Sea 
Transport, and Sea Transport Opera- 
tion. Probably ‘the most useful feature 
of the handbook is the advice given as 
to reading. 


La Locomotive Actuelle : d’aprés 
le Méecanicien de Chemin de fer de 
L.-P. Guédon (The Modern Loco- 
motive from the Driver’s Point of 
View, by L.-P. Guédon). By Raoul 
Vigerie and Emile Devernay. Paris: 
Dunod, 92, Rue Bonaparte (VI). 8} in. 

5} in. X Lin. 607 pp. 552 fig. 
Price not stated.—This is a book of 
outstanding interest and utility. Nomi- 
nally and in spirit, it is a revision of 
Pierre Guédon’s admirable treatise Le 
mécanicien de chemin de fer, the. last 
edition of which appeared in 1920. 
Actually, as pointed out in a preface by 
M. J. Lancrenon, Chief Mechanical 





Engineer of the Northern Railway of 
France, it isa new book that now appears 
under the title La locomotive actuelle, 
taking full account of the far-reaching 
improvements effected in steam loco- 
motives during the past decade and 
leaving the reader with a firm impression 
that the possibilities of steam traction 
are still far from being exhausted. 
The authors are well equipped for their 
task, Monsieur R. Vigerie being Ingé- 
nieur de l'Institute Industrielle du 
Nord and Ingénieur honoraire du 
Matériel et de la Traction of the North- 
ern Railway of France, and Monsieur 
E. Devernay, Inspecteur divisionnaire 
du Matérial et de la Traction of the 
same system. In accordance with the 
intentions of M. Guédon, the mathe- 
matics in the volume are kept down to 
the minimum essential for a precise 
appreciation of the thermodynamic 
principles involved in the design and 
operation of modern locomotives. In 
few, if any, places does the book rise 
above the heads of the superintending 
and subordinate officials for whom 
it is intended, and it offers them—and, 
in fact, to all except specialists—a very 
welcome description of modern loco 
motive components, clear and concise, 
yet sufficiently detailed to meet all 
ordinary requirements. The work is 
international in scope and appears to 
be quite impartial in its descriptions. 
We can recall no other book which 
brings together quite as much useful 
information, and the profuse illustra- 
tions form a valuable feature, though 
some have suffered in reproduction. 
An introductory historical survey 
explains the nature and reason for the 
main developments in locomotive evolu 
tion. The basic terms and principles 
of heat, work and the steam cycle are 
dealt with admirably in a section of 
40 pages. This brings us to the two 
main parts of the book, each of about 
200 pages, dealing respectively with 
the production and utilisation of steam. 
The first of these sections describes and 
illustrates the constructional features 
of the boiler, firebox and grate, covers 
operating details and the use of different 
fuels, and includes very useful chapters 
on blast pipe and feed pump arrange 
ments, superheaters and safety devices. 
The section on the utilisation of steam 
naturally commences with chapters 
on distribution methcds and equipment. 
Here we find adequate treatment of such 
developments as the Willoteaux, Dabeg, 
Renaud, Cossart and Caprotti valves 
and valve gear, and a very proper 
insistence on the vital importance of 
large and properly formed steam pas- 
sages. An excellent chapter on valve 
setting is followed by others dealing 
respectively with motion work and 
lubricating arrangements Indicator 
cards, compounding and tractive eflort 
are among the topics of the next 
chapter, leading to a discussion of 
methods for increasing the efficiency 
of locomotives and a chapter on testing, 
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including notes on the Swindon, Griine- 
wald and Vitry plants and Sir Nigel 
Gresley’s proposals for a test station. 

Pneumatic and electric remote-control 
systems for reverse running of suburban 
trains are explained; and _ valuable 
notes on riding characteristics are 
incorporated in the chapters on frames, 
wheel sets, springing, and cognate 
matters. Tenders and brakes form 
the subject of the last part of the book ; 
but there is a 53-page appendix describ- 
ing typical locomotives of many different 
nations and including many of the experi. 
mental engines of recent years. Thanks 
to a detailed list of contents, a good 
index and the excellent general arrange- 
ment of the subject matter, it is easy to 
extract from this book any desired 
information from the abundance _ it 
presents. 

White Anti-Friction Metals.—A 
conveniently arranged loose-leaf cata- 
logue from the Eyre Smelting Co. Ltd., 
Tandem Works, Merton Abbey, London, 
S.W.19, lists the characteristics of 
Tandem anti-friction white metals and 
alloys, Babbitt and Magnolia metals, 
and of Eyre bearing metal. The last- 
named was specially developed for the 
lining of carriage and wagon axlebox 
brasses, for which purpose it is now 
being supplied in large quantities to rail- 
way companies throughout the world. 
Recommended uses for this and the 
other metals and alloys, among them the 
new Tandem Plus brands for diesels, are 
listed at the end of the book, and there 
is a useful introduction giving notes on 
the selection of a bearing metal. A page 
of instructions is given for heat treat- 
ment of Tandem white metals, and a 
list of Esco brand white metalling 
accessories and equipment, so that the 
catalogue is also something of a hand- 
book. 

Special Steels.—The September 
issue Of Colvilles Magazine contains a 
selection of interesting illustrated articles 
on engineering and general topics. 
There is a description of the streamlined 
Pacific locomotive of the South Austra- 
lian Railways centenary train (see 
our issue of May 22 last), in the con- 
struction Of which special brands of 
steel manufactured by Colvilles Limited 
were used for the boiler and firebox 
plates, this being the only notable 
departure from Australian materials. 
The Empire Exhibition at Johannes- 
burg is surveyed in another article, 
accompanying which is an illustration 
of a 4-8-2 tank locomotive of the Rand- 
fontein Estates Gold Mining Co. Ltd., 
in which Colvilles’ steels have been 
almost exclusively used.  Colvilles 
Limited, whose address is 195, West 
George Street, Glasgow, C.2, also sends 
particulars of Ducol high-tensile, and 
Dalzo rust-resisting, steels. Ducol 
is used for the main frames of the 
L.M.S.R. turbine locomotive, and Dalzo 
has been adopted by the same railway 
company for certain mineral wagons, 
for which it has the advantage of 
offering considerably longer life than 
mild steel. Dalzo is also particularly 
suitable for locomotive tenders. 
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THE SCRAP HEAP 


NOT SO BAD AS ALL THAT! 
Falling leaves and_ glories in 
decay "’ is the inscription on a new 
L.P.T.B. pictorial poster now being 


exhibited inside the tube coaches of the 


former UndergrounD 
kK « * 

‘* This thing has gone too far,’’ said 
the absent-minded passenger watching 
the station at which he should have 
alighted disappearing into the distance 

+ *« * 
‘DEFENSE DE CRACHER’”’ 

The legend défense de crachery is well 
known to anyone who has travelled 
in France. In Ireland, however, we are 
more easy-going, and, in spite of public 
notices here and the re, a certain broad 
ness of mind exists on the point In 
illustration of this pleasant laxity, I 
have heard of a certain elderly and 
dignified lady who, being forced to 
spend some time at a small country 
junction where there was only one wait 
ing room for all, was disgusted and 
annoyed by the continual spitting of 
two countrymen who had evidently 
never heard of the phrase défense de 
cracher, or its Irish equivalent At 
length, unable to bear it another 
moment, she rose in dignified disgust, 


ind sought the stationmaster. 
‘‘ Stationmaster,’’ she said, ‘‘ are 
people allowed to spit in the waiting 
room of this station? Never be it 
said of our functionaries that they 
forget their manners. ‘* Begob, 
ma’am,’’ said he, ye can spit where 
ye like! ’’—*‘ Ouidnunc’’ in _ the 
Trish Times.”’ 
* « a 


In America a lucrative business is 
carried on with little models of loco- 
motives placed in waiting rooms and 
vestibules of hotels, which are set in 
motion and run a certain distance by 
the slipping of a coin into them through 
a slit, and recently a Saxon railway 
engineer has constructed a similar little 
engine, the receipts of which go to 
the Saxon Railway Pension Fund, and 
its takings are very great. Here isa 
hint for the Railway Benevolent Insti- 
tution.—From ‘‘ The Railway News ”’ 
of July 21, 1888. 

* * * 


Over 16,000 clocks, inc luding 200 
synchronised clocks at Euston, were in- 
volved on the L.M.S.R. alone in the 
change-over from summer to winter 
time at 3 a.m. on Sunday last. 
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This poster completes the second series 
of attempts to stimulate care and thoucht. 
Your co-operation i3 necessary to increase 
our carryings and to cut cut tad wor! ing; 
thank you for all you have done t» ing 
this abcut. 
We shall welcome any views or sugge® ions 
you may have to put forward write to 
the Chief Goods Mavager, Padidins*on 
tation. 


SPEED IT UP 
BUT 
DON’T BREAK 
IT UP 








No. 13 of a series of “claims prevention ” 

posters recently issued by the Chief 

Goods Manager, Great Western Railway. 
for exhibition to the staff 








One Hundred Years Ago 


Extracts from the October, 1836, issue of ‘* The Railway Magasine ” 
(afterwards ** Herapath's Railway Journal ’’) and the oldest constituent of 
THE RAILWAY GAZETTE 


Great Western Railway.—At_ the 
second half-yearly general meeting of 
the Great Western Railway Company, 
held at the Guildhall, Bristol, 
August 25, 1836, Benjamin Shaw, Esq., 
in the chair, it was resolved that the 
directors be authorised to apply to 
Parliament in the ensuing session for 
powers to carry into effect the pro 
visional arrangements already effected, 
for continuing the line of railway from 
Acton to the proposed terminus at Pad 
dington, and, in the mean time, to 
take all such measures aS May appear 
to them expedient, to secure the open 
ing of the work at the earliest possible 
pe riod. 


Durham and Sunderland Railways. 
Since the opening of these railways, a 
novel experiment has been tried upon 
the line, which proves the practic 
ability of railroad vehicles being pro 
pelled by wind. A temporary mast and 
sail were erected on a vehicle, which 
was set agoing at an easy rate. On 
the sail being trimmed to the wind 
the speed increased to the rate of ten 
miles an hour. A train of five coal 
wagons was afterwards attached, but 
no additional sail hoisted 


Railway to the Cove of Cork Ata 
meeting held in Cork of the gentlemen 
interested in the projected railway to 
Cork, it was resolved that subscriptions 


should immediately be set on foot for 
the purpose of surveying the ground 
between Cork and Cove. Opinion at 
present appears to favour a commence- 
ment near the present packet-office; 
then a water level by Glanmire then 
by the rear of the Little Island and the 
eastern shore; then across to Merino, 
and so, by the river’s edge, to Cove. 

Schultz's Railway Carriage Spark 
Avvestey.—The Franklin Institute of 
Pennsylvania has reported favourably 
of this invention, which consists of a 
sheet of wire gauze placed near the 
bottom of the chimney, the chimney 
being there enlarged to allow of. suf- 
ficient draught. The steam is turned 
in above the gauze, which will tend to 
prevent the choking of it by a combina- 
tion .with soot, &c. The objection 
seems to be a fear of too rapid destruc- 
tion of the gauze by the heat it is ex- 
posed 1 

Railroads in America.—The last New 
York papers announce the opening of 
the longest continuous line of rail- 
way in the United States on the 
25th ultimo, the Utica and Schenectady 
railways, an event of considerable in- 
terest to the people of the United 
States, no similar undertaking of equal 
magnitude having been previously com- 
pleted in that part of the world, nor, 
indeed, in any other. The time occu- 


pied in its construction is stated to 
have been 21 months, the length of the 
line being 77 miles, and its cost, includ 
ing 8 locomotive engines and 100 cars, 
$1,500,000 (about £310,000 sterling). 
The first excursion, from Uti to 
Schenectady, was performed in 4 hr. 
20 min., the time consumed in running, 
allowing 53 min. for stoppages, being 
3 hr. 20 min.; while the return journey 
was accomplished in 4 hr. 9 min., the 
time occupied on the road, deducting 36 
min. for stoppages, being 3 hr. 33 min 


Railroad in Russia.—A locomotive 
engine, of the most superior workman 
ship, which has just been constructed 
for the Petersburgh and Pawlowsky 
Railway at the manufactory of R. 
Stephenson & Co. has had a trial, and 
exceeded the extraordinary speed of 654 
miles an hour! 


Stage Coaches and Steam Vessels.— 
““ The first stage-coach in Scotland,” 
says Dr. Cleland, ‘‘ was, in 1678, 
started by William Hume, to run 
between Glasgow and Edinburgh, a 
distance of forty-two miles. It was to 
start from Edinburgh every Monday 
morning, drawn by six able horses, 
and return, God willing, every Saturday 
night. The fare from March 1, to Sep- 
tember 1, was £4 16s. Scots, and from 
September 1 to March 1, £5 8s. Scots. 
The first steam-vessel was the Comet, 
which started in January, 1812, to ply 


between Glasgow and Greenock. She 


made five miles an hour against a head 


wind, and afterwards, by increasing her 


power, seven miles.’’ 
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RAILWAY AFFAIRS 


(From our special correspondents) 


ARGENTINA 


Engineering and Transport Annual 
Dinner 


The sixth annual dinner of the 
Centre f Engineering was held on 
August 21 in the Retiro station 
restaurant of the Central Argentine 
Railway, Buenos Aires. Nearly 200 
were present, and the special guests 
vere the British Ambassador (Sir 
Neville Meyrick Henderson, K.C.M.G.), 
Vr. E. R. Lingeman (Acting Com 
mercial Counsellor, British Embassy), 
Mr. Ronald Leslie (the retiring General 
Manager of the C.A.R.), and Dr. 
Manuel F. Castello (President of the 
Argentine Centre of Engineers). Mr. 
Ormond Steven (Chief of Operating, 
B.A.G.S. and B.A.W. Railways, and 
Chairman of the Centre), who presided, 
proposed the loyal toasts, and the toast 
f ‘‘ The Centre ’’ was proposed by Mr. 
Lingeman, who paid a tribute to the 
work of the engineering societies repre- 
ented at the gathering. He then re 
ferred to the forthcoming departure of 
Mr. Leslie, who, he said, had given of 
iis best to the furtherance and _ pro- 
tection of the important British 


nterests committed to his charge, and 
vho had 


helped to maintain the 
westige of Britain in Argentina. Mr. 
Lingeman ended by touching upon the 
difficulties in the way of the revision 
f the Roca Treaty that had arisen, and 
iskked for reason and understanding 
rom all concerned, 


Unity of British Engineers in 
Argentina 

[he speech was responded to by the 
Chairman, who, on behalf of the 
nstitutions comprised in the Centre, 
expressed their appreciation of the 
presence of the British Ambassador, in 
iew of his many engagements. He 

referred to the activities of the 
entre, and the continuous progress 
luring the last seven years, remark 

that in no other country in the 
vorld were British engineers so inti- 
lately associated in a common purpose 
sin Argentina. 

The British Ambassador expressed 
is thanks to the committee and mem- 
ers of the Centre and his pleasure at 
being present, and then Mr. C. R. S. 
Harris (Director-General, B.A.G.S. and 
B.A.W. Railways) paid another tribute 
to Mr. Leslie and his work. Mr. 
Harris was followed by Dr. Castello, 
who mentioned the importance of the 
British-owned railways in the develop 
ment of the country, and the debt 
wed by Argentina to the British people 
t the services rendered to it by the 
railways. The concluding speaker was 
Mr. Leslie, who, after making a humor- 
us reference to the propensity of engi- 
“spending other people’s 


fers for 


money,’’ warmly thanked everyone for 
the pleasant words spoken about him in 
connection with his forthcoming depar- 
ture, and wished all members and 


friends of. the Centre the best of luck. 


Funds for the State Railways 
A supplementary estimate for the ex- 
penditure of the sum of $44,348,633 
paper on renewals and improvements on 
the State Railways, which had been 
passed by the Chamber of Deputies, 
has been sanctioned by the Senate. 
The amount in question will be allo 
cated as follows: 
S$ Paper 
(a) Renewal works and con 
struction of new branches 
(including an important 
siding on the Patagones 
Lake Nahuel Huapi line, 
at a cost of $900,000 paper) 
(b) Bridges and culverts ; 
(c) River defence works , 
(d) Level crossings and fencing 
(e) Buildings, installations and 
equipment ... 


24,621,633 
1,361,000 
300,000 
800,000 


17,266,000 
fotal ... — . $44,348,633 


rhe necessary funds will be provided 
by means of ‘‘ Credito Interno ’’ bonds, 
bearing 6 per cent. interest and 1 per 
cent. amortisation. 


CHILE 


Funds for the Transandine Railway 

According to news from Santiago, the 
Commission of Public Works of the 
Senate has approved the proposal made 
by the Executive Power to vote the 
sum of 1,400,000 (approxi- 
mately equivalent at current exchange 
rates to £14,309) to the Transandine 
Railway to make up the deficit on 
working, and provide for the payment 
of salaries and other items of expendi 
ture. 


} ESOS 


The Iquique—-La Noria Railway 
Concession 

Ihe news [published on page 413 in 
our issue of September 11—Eb. R.G.| 
that the Government had terminated 
the concession granted to the British 
owned Nitrate Railway Company for 
the working of the above line has been 
confirmed. According to the latest 
information from Chilean sources, the 
idministration of the line will be vested 
in that of the Iquique-Pintados Rail 
way, a Government concern which has 
been a serious competitor of the smaller 
railway for a long time. The Iquique 
La Noria Railway has a length of 41 
miles, slightly over 11 per cent. of the 
total mileage of the Nitrate railways. 
Negotiations for the renewal of the con 
cession have been proceeding for some 
time, but the present policy of the 
Chilean Government appears to be 
against renewing concessions for any 
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privately-owned lines it is feasible to 
incorporate into the national railway 
system. 


State Railways Report for 1935 


The Government report on the State 
Railways for the year 1935, which has 
just been issued, shows a net profit on 
working of 12,500,000 pesos (approxi- 
mately equivalent at current exchange 
rates to £127,760), of which sum 
8,000,000 pesos (about £81,766) will be 
distributed as a bonus to the employees 
and workmen. The report states that 
the tariffs between Santiago and 
Valparaiso have been reduced, with a 
view to meeting the increased competi- 
tion from motor tirafiic between these 
cities. Large sums have been allocated 
to the construction of new stations at 
Valparaiso, Calera, Puerto Varas, and 
elsewhere, and new hotels have been 
huilt at Pucén and Puerto Varas as 
part of the railway policy to attract 
tourists and encourage excursion 
traffic. On some of the lines, where 
the traffic offering does not justify the 
running of ordinary trains, these have 
been replaced by railcars. 


BOLIVIA 


Railway Returns for 1935 


According to the report on the work- 
ing of the State and privately-owned 
railways of the republic during the year 
1935, just issued by the General Direc- 
torate of Statistics, the number of pas- 
sengers carried by the State Railways 
during the period under review was 
711,475; 209,129 tons of goods were also 
carried. Receipts amounted to 6,269,029 
bolivianos (approximately equivalent at 
current exchange rates to £125,381). 
Working expenses were 4,218,795 
bolivianos (approximately equivalent to 
£84,376). The report gives the num- 
ber of passengers transported by the 
privately-owned railways during the 
same period as 724,470, and the volume 
of goods handled 637,634 tons. The 
total receipts were 17,835,265 bolivianos 
(approximately £356,705). Working ex- 
penses were 9,071,435 bolivianos 
(approximately £181,429). The aggre 
gate revenue of the State and private 
railways during the period under review 
is given as 24,104,294 bolivianos (ap- 
proximately £482,086), and the aggre- 
gate working expenses of the combined 
systems amounted to 13,290,230 
bolivianos (approximately £265,805). 


NEW ZEALAND 


Railway Budget 

Railway expenditure out of renewal 
funds contained in the departmental 
budgets for the year ending March 31, 
1937, is estimated at £1,209,432, com- 
pared with £849,751 last year. Among 
the principal items are locomotives, 
£160,935; carriages, £118,830; wagons, 
£305,450; railcars, £32,500; permanent 
way, £200,766; bridges, £110,300; road 
motor vehicles and the purchase of road 
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services, £121,100. In addition, a sum 
of about £600,000 will be provided in 
the Public Works Estimates for the 
construction of new lines, notably the 
South Island Trunk line, the Napier 
Gisborne line, and the Westport- 
Inangahua section. 


SOUTH AFRICA 


Transport Conference and Railway 
Gauge 
The Surface Transport Committee of 
the Southern African Transport Con- 
ference has passed the following resolu- 
tion : 


That the most suitable railway gauge for 
Southern African conditions, physical and 
financial, is the 3 ft. 6 in. gauge, and it is recom 
mended that where practicable this should be 
kept in view by the various administrations 
concerned, particularly in such matters as 
designing of new rolling stock and sleepers in 
such a manner that they can be subsequently 
idjusted to permit of use in connection with 
3 ft. Gin. railways. 


The committee also decided to recom- 
mend the establishment of a permanent 
secretariat to deal with matters which 
cannot be finally disposed of at the con- 
ference, the intention being that the 
secretariat should maintain contact with 
the various transport administrations 
represented at the conference and in that 
way a valuable permanent organisation 


would be brought into being 
Ministry of Transport 

\t the annual convention of the 
South African Federated Chamber of 
Industries a sub-committee was ap- 
pointed by the Chamber to consider 
the question of a Ministry of Transport 
and submit areport. The report states : 

The fullest consideration was given to all 
aspects of this important question, but the 
committee was hampered in its efforts to recom 
mend concrete proposals by the absence of in 
formation on a variety of questions relating to 
transport, including the Acts of Parliament 
reterred to by the Minister of Railways in his 
last budget speech, the relative importance of 
different forms of transport which vary accord- 
ing to commodities and areas, the practicability 
of the formation of an active Ministry of Trans 
port on which it considers the Government should 
express an opinion, and the views of those 
sections of the community engaged in the 
business of common carriers, all of which in 
formation Is, in Its opinion, essential to a proper 
study of the problem. It can therefore only 
peak in general ternis and considers that a 
Ministry of Transport which in essence is 
only a glorified Railway Ministry, may not 
offer any advantage over the present system 
It cannot say to what extent the control of 
private carriers and firms undertaking the 
transport of their own commodities for dis- 
tribution should be regulated under a Ministry 
of Transport, for the reason that the whole 
question Is wrapped up in the final decision as 
to the form such a Ministry should take and 
the degree of control put into its hands. 

The committee recommended that 
the Minister of Railways be advised 
that the question was too complex to 
allow the Chamber to make concrete 
suggestions in the absence of further 
information. Also that that convention 
might express itself in favour of the 
proper co-ordination of all forms of 
transport so that no one form 
favoured at the expense of another, but 
so that all were adequately developed 
in the public interest Finally _ it 
recommended that at this stage only this 
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general principle should be the guide 
in any views expressed by the Chamber 
on the question 


INDIA 


Monsoon Causes Suspension of 
Important Train Services 

Considerable disorganisation has re- 
sulted from abnormal rainfall since 
September 10 on the Grand Chord line 
of the East Indian Railway, causing 
several breaches. From September 13 
the Calcutta—Bombay mails over the 
E.I.R. have been suspended, and pas- 
sengers have been advised to travel via 
the Bengal-Nagpur line Connections 
from and via Patna have been main- 
tained with the G.I.P.R. Allahabad-- 
Bombay services, and Grand Chord line 
trains have been diverted via the main 
line and Patna, though this line also 
was less seriously breached. The 
E.I.R. Bombay mail had not been put 
on again by September 16. 
Railways and Commerce 
secure full information 
on railway freight matters so that 
representations may be made to the 
Railway Board for alterations in rates 
and in the general classification in the 
interests of both the railways and the 
trade, the Bombay Chamber of Com- 
merce has circulated to members the 
following questionnaire : 


In order to 


Where do you obtain information as to rates ? 
What difficulties have you experienced in obtain- 
ing such information and what remedies for 
these difficulties do you suggest ? 

Can you quote examples to show that the 
existing rates adversely affect the interests of 
the railway and of commerce, industry and 
agriculture ? 

How can the railway tariff publication be 
simplified and improved ? 

If the Chambers of Commerce of the 
other provinces also collected similar 
information and then met to draw up 
a joint representation suggesting a con- 
crete scheme of improvement of the 
complicated goods tariff, the Railway 
Board would not hesitate to give its 
earnest consideration to the joint views 
of the community that was most 
affected by the existing rates machinery 
which is absolutely confusing. 


FRANCE 


French Co-ordinators Study 

London Transport System 
An interesting review of transport 
organisation in the area under the 
control of the London Passenger 
Transport Board is given in the Sep- 
tember issue of the Revue Générale des 
Chemins de Fer by M. Raoul Dautry, 
General Manager of the State system. 
After a brief historical survey of the 
development of omnibus, tramway, 
motorcar, and railway traffic in the 
London district, M. Dautry deals with 
the co-ordination of traffic under the 
board. He emphasises the facilities 
offered by the extension of the Metro- 
politan Railway services on_ the 
suburban lines, and the co-ordination of 
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rail and road services. The article js 
well illustrated by excellent maps and 
graphs. In his capacity as Pres 

of the Comité de Co-ordination 
Rail et de la Route, M. Dautry fore. 
the advantage of ad pting and 
utilising in the Paris area the benefits 
of London’s experience. The article js 
the second of a series of three, in which 
other organisations of th ‘* public 
trust ’’ type are studied, notably the 
British Broadcasting Corporation, the 
Metropolitan Water Board, and the 
Electricity Grid. 


sees 


SPAIN 


Railway Militia Enrolment 


A recent circular distributed among 
railwaymen in Madrid and on all the 
systems under the control of the 
Government is eloquent of present con- 
ditions in Spain. The circular begins 
thus: ‘‘ The Directing Committee of 
General Headquarters of Railway 
Militias, composed of representatives of 
the National Railwaymen’s Unions and 
of the National Federation of the 
Railway Industry, address hereby all 
railwaymen and workers in general.” 
After a rhetorical invocation — t 
patriotism, the circular ‘* The 
National Confederation of Labour and 
the General Union of Workers (the 
C.N.T. and the U.G.T.) ask and require 
of all their militias that those who are 
not actually employed shall immedi 
ately enroll in the national militias, 
and those who have arms deliver them 
up, today rather than tomorrow. 
the password is all guns to the front 
.... Comrades, we await your enrol- 
ment or your weapons.”’ 


Says, 


New Madrid Station 

The Committee of Exploitation of 
Railways in Madrid has issued a notice 
advising the opening of a new goods 
station, near the principal markets, in 
which all perishables may be brought 
directly from the sources of supply to 
the markets and thence to the con- 
sumers, without passing through the 
classification sidings, and so with the 
minimum of delay. The committee 
adds that this improvement now in- 
troduced has been long overdue, but 
has hitherto been impossible, owing to 
the ‘‘ unexplained resistance of the rail- 
way companies.” 

Communication Between North 

and South 

According to the headquarters at 
Burgos, the whole of the main trunk 
lines north and west of Avila are i 
the hands of the insurgents, and 
through services are now established be- 
tween Irun, San Sebastian, and Seville, 
via Salamanca and Mérida. The bridge 
on the main line between Alanis and 
Cazalla was reported in Madrid to have 
been blown up on September 19 by 
militias and a gang of miners from 
Azuaga, thus cutting communications 
with Seville, but this report has not 
been confirmed. 
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102 MILES AN 


HOUR ABOARD THE HIAWATHA 
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(From a correspondent) 


& Pacific streamlined express, the Hiawatha, between 

the Union station, Chicago, Milwaukee, and the Twin 
Cities (St. Paul and Minneapolis), involves the use of more 
than one train; three streamlined locomotives, and a 
number of air-conditioned coaches, Pullman, and parlour 
cars, aVailable without extra charge, are in service. Since 
the introduction of these trains in 1935, the public pat- 
ronage has been so great that on frequent occasions three 
and four trains are run, especially at week-ends, and more 
rolling stock of a similar type is understood to be on order. 
The 410-mile journey in each direction is covered in 
6! hr., inclusive of five intermediate stops. 

“Passengers may board the train from 12 noon, and 
luncheon at popular prices, 50 cents (2s.), is served in 
an air-conditioned combined modern restaurant and buffet 
car, marshalled next to the engine, fitted with tubular 
steel furniture; the buffet is equipped with radio and 
known as the ‘“‘ Tip Top Tap.’’ The colouring of the 
Hiawatha train is very striking, the scheme being a com- 
bination of silver grey, bright orange and maroon; the 
silver grey extends from the front of the locomotive in an 
unbroken line along the carriage roofs, while maroon is 
used as a border above and below the orange colour which 
covers the sides and ends of the whole train. The oil- 
burning streamlined Atlantics, known as the ‘‘ Milwaukee ’”’ 
type, were built by the American Locomotive Company. 

A lighted neon electric sign directs travellers at the 
Union Station, Chicago, to the departure platforms of the 
Hiawatha, where porters dispense small clip-on coloured 
labels for handbags, attaché cases, and packages to assist 
in the unloading of passengers’ luggage; only hand luggage 
is taken by this service. Visitors are allowed to inspect the 
trains and accompany passengers on board; a solemn 
announcement, “‘ all visitors off,’’ is made by the coloured 
attendants, and the individual adjustable armchair seats 
which are fitted two on each side of the gangways, anid 
can be adjusted to sit upright or to recline, as well as to 
turn round to face the direction of travel, are quickly 
taken by passengers who are actually travelling on the 
train. Prompt to time the first part of the Hiawatha 
leaves at 12.55 p.m. and the second part at 1 o’clock, 
accelerating rapidly to a steady 40 m.p.h. to Western 
Avenue, Chicago, where there is a turn to the north. 
Factories change to homesteads, parks, and open spaces, 
on which on a Sunday afternoon amateur baseball games 
are in full swing. Through Forest Glen Park small batches 
of holidaymakers watch the Hiawatha pass, and even 
golfers stop their game. The speed mounts up to 80 m.p.h. 
as the train crosses two new arterial roads into the open 
countryside, which is almost flat. 

Open parklands and golden fields follow, with piled- 
up white clouds against a blue sky, in contrast with the 
sweeping clouds of oil-bearing smoke which are poured 
out by the locomotive. Through Wadsworth, 43 miles 
Irom Chicago, in 43 minutes, a walk along the train shows 
steady riding and a high percentage of women and children 
passengers. Travelling ticket collectors are working their 
Way to the rear, followed by a white-coated attendant 
with sandwiches and hot coffee. In a flash the train is 
over the border from Illinois to Wisconsin. Bridges flick 
overhead, wide fields of maize, and black and white cattle 
are noticed, and between Ranney and Sturtevant, for a 
distance of just over ten miles, the Hiawatha touches 102 
m.p.h. A young man going all the way to Seattle ex- 


« daily service of the Chicago, Milwaukee, St. Paul, 





presses delight as ‘‘ she goes out after it and gets along.’ 
Towards the rear the last two cars are Pullmans, ending 
in a streamlined beaver tail which rocks, but not uncom- 
fortably. It is not many more minutes until Milwaukee 
is seen on the horizon, where with the approach of the 
first factory, the speed is checked to 60 and then to 45 
m.p.h., as a miscellany of warehouses, lake steamers, seed 
stores, and other buildings flash past; 30.m.p.h., 15 m.p.h., 
and at 2.15 p.m. the train makes its first stop, having 
covered 85 miles in 75 minutes. 

At Milwaukee a No. 16 street car travels more sedately 
and with rather more noise through the streets to Washing- 
ton Park, four miles from the station, where the peace 
of Sunday afternoon is refreshed by glimpses of clean 
kiddies on a boating lake and iced tea in a park café. 
Back again to the station, the return Hiawatha is found 
to be running in four sections. 

A perfect sunset over the illimitable acres of the West 
brings the shadows of evening and thoughts of the pioneers, 
redskins, and the days of the covered wagon trek when 
the first wheels turned very slowly over this countryside. 
The four trains travelling at 70, 80, 90, and 100 m.p.h. 
within a few minutes of each other are racing against time 
towards Chicago, and a delightful experience ends as a 
good-looking mother of a young family in the next seat 
orders father to go and wash himself ‘‘ before we get 
there ’’—an order which is instantly obeyed. 








Rubber for Noise Reduction 

The judicious use of rubber in the construction of rail- 
way vehicles is one of the most efficacious means of reduc- 
ing noise and vibration, thus providing a greater degree of 
riding comfort for passengers. As reported in our con- 
temporary The Commonwealth Engineer, careful investi- 
gation of the matter has led the Victorian Railways com- 
missioners to fit rubber pads of a kind specially developed 
for railway use, in the underframes of their passenger roll- 
ing stock. A number of suburban electric carriages, sleep- 
ing cars, dining cars and other types are being fitted, 
whilst coaches now being constructed for the all-steel 
Sydney Limited express train will be similarly equipped. 
The india-rubber pads are located between the bearing sur- 
faces of the underframe and bogie, and also between the 
bogie side coil springs and bogie frame, a typical pad, 
rectangular in shape, being located at the bogie centre. 
On the underframe at the side bearings, a rectangular 
rubber pad 3 in. thick is bolted in place through india- 
rubber bushed holes, being interposed between the rubbing 
plate and the underframe. This assists the centre plate 
pad in cushioning the shocks between the underframe and 
the bogie when the vehicle traverses curves. A circular 
rubber pad 4 in. thick is housed between the top of the 
side coil springs and the bogie frame, and flanged india- 
rubber bushes surrounding all the bolts used in the rubber 
pad assembly, together with the pads, completely eliminate 
any metallic contact between the centre plate and side 
bearing connection from the under-frame to the bogie, 
thereby reducing the transmission of vibrations and noise 
from the running gear to the car body. The resilient pro- 
perty of the rubber dampens the dynamic forces. on the 
springs and tends to improve the riding qualities of the 
car. It is interesting to note that the rubber fittings above 
described were designed and manufactured by a_ well 
known British firm, George Spencer, Moulton & Co. Ltd. 
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SKODA LOCOMOTIVE BOOSTER 


A system of air-operated clutches is used, per- 
mitting of shockless engagement at high speeds 


FHNHE Skoda locomotive booster illustrated herewith 


comprises a twin-cylinder superheated steam engine 


mounted in a sprung bogie, and fed with steam 
from the locomotive boiler. The booster cylinders drive 
t crankshaft with a pinion which meshes continuously 
with a large gearwheel revolving freely on the driving 
axle, so that the booster is out of action when not required 
For engaging the booster, a patented combination of air- 
operated friction and dog clutches is provided that permits 
of shockless coupling even at high speeds. 

The booster engine is of the horizontal type, and the 
two cylinders with their steamchests are cast integral with 
the crosshead side covers, the whole block being of cast 
steel and constructed as a frame stretcher. The cylinders 
are bushed with cast-iron liners, and the piston valves, 
of the inside admission type, are operated by return 
cranks. The cylinders and valve chests are lagged with 
asbestos and clothed with plain sheets. Particular atten- 
tion has been given to cylinder drainage owing to the inter- 
mittent nature of the work and the long steam pipes. 
Each cylinder is fitted with three large specially designed 
automatic air-operated drain valves, which are held con- 
stantly open when there is no pressure in the air piping 
(t.e., when the booster is out of action) by springs acting 
on the piston of the air cylinder. 

The crankcase, likewise designed as a frame stretcher, 


Branch pipes from Non-return — valve in 

pipe exhaust piping 
Steam inlet valve Compressed-air reservoir 
Steam inlet piping Compressed-air shut-off valve 
Booster throttle valve Operating pilot valve 
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valves Air distributing valve 
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Idling valve : Dise clutch 
steam stand 


vlinder 
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houses the motion and the valve gear. The piston rods 
connect with light cast steel crossheads and light con 
necting rods. The cranks are forged solid with the crank 
pins and counterweights, and are pressed on the crank- 
shaft, which latter is carried in two bearings affixed to 
the base of the crankcase. The return cranks drive tix 
piston vaives through eccentric rods and transverse shafts 
with levers and pull rods. 

[he pinion, seated on a spherical surface of the crank- 
shaft, is connected thereto by means of a special articula- 
tion device. The articulated joint allows not only for the 
transmission of the torque, but also for the pinion to 
follow all the displacements of the driving axle that 
may occur on the road, so that the teeth over the whole 
length are always in mesh. The large gearwheel fitted 
on the driving axle meshes continuously with the pinion, 
but whilst the booster is out of operation it is free to 
revolve on the axle. For transmitting the tractive force, 
the driving axle is coupled to the gearwheel with the help 
of the two clutches, of the friction and dog types. The 
multiple disc friction clutch synchronises the speed of the 
booster engine with that of the axle before the other 
clutch is engaged. The dog clutch transmits the whole 
torque when the booster is fully steamed; the booster 
clutches are air controlled. The drawing, Fig. 1, shows 
the arrangement of the parts and connections. Fig. 2 

















Fig. 1—Plan drawing showing arrangement of parts and connections 
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Fig. 2—General view of booster fitted bogie. casing removed 


sa view of the booster-fitted bogie with casing removed, 


and Fig. 3a 2-10-0 loco notive with booster-fitted tender. 


The air for the booster operating gear is taken from 


the main locomotive air reservoir. As the booster steam 


cylinders are fed by steam from the locomotive steam 
pipes, the booster cannot work when steam to the locomo- 


tive cylinders is cut off. The superheated steam passes 
on its way to the booster cylinders through the auto- 
steam inlet valve and the hand operated booste1 
throttle valve. Exhaust steam from the booster is led 
to the exhaust nozzle in the smokebox, or is used in 
the exhaust steam injector. The exhaust steam piping is 
provided with a non-return valve in order to prevent 
the locomotive exhaust steam required for the exhaust 
njector from entering the booster cylinders when these 
are out of operation. 

A locking device prevents the booster from being started 
until the reversing lever has been set beyond a predeter- 
mined minimum cut-off for running forwards. When 
starting the booster, the shut-orf valve at the steam stanca 
of the booster is first opened. Thereupon the auxiliary 
saturated steam from the locomotive steam stand is 
\dmitted into the booster cylinders through the idler valve 
ind the booster engine starts to run in neutral. The driver 
then puts the operating pilot valve into the position marked 
“Cut in.’ Compressed air now flows 
through the air-distributing valve into 
the disc clutch cylinder. The piston of 
this cylinder moves slowly forward, 
whereby the disc clutch is engaged by 
a device containing springs that allows 
for the engaging force to augment 
gradually. The value of this force 
depends upon the position of the 
engaging levers. As soon as the disc 
clutch is engaged, the speed of the 
booster engine becomes synchronised 
with that of the driving axle, and just 
before this happens, the air distribut- 
ing valve is displaced so that air starts 
to flow into the dog clutch cylinder 
as well as into the auxiliary air dis- 
tributing valve cylinder. At the same 
ume the friction clutch cylinder slowly 
empties. If the teeth and gaps 
of the two dog clutch halves are in 
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correct position the clutch en- 
gages at once. Compressed air 
is carried from the friction 
clutch cylinder to the air cylin- 
der of the automatic steam 
inlet valve, which opens the 
steam passage to the 
booster. 

If the teeth and gaps of the 
two dog clutch members are 
not in correct position, the 
clutch cannot engage until the 
alr pressure in the friction 
clutch cylinder drops so far 
that the clutch cannot keep 
the speed of the engine syn- 
chronised with that of the 
driving axle. The result of 
this is a slight relative move- 
ment which enables the clutch 
to become engaged. When 
the booster has been working 
for about a minute, the 
driver opens the rear 
pilot valve of the revers- 
ing gear in order to close the booster drain valve. 
When the driver wishes to cut out the booster, he closes 
che front pilot valve simultaneously with the rear pilot 
valve, their handles being mechanically connected for this 
purpose. After the air valves have been changed over, 
compressed air escapes to the atmosphere through them 
from the piping of the automatic steam inlet valve, clutches 
and drain valves. The steam inlet will close, the clutches 
are released, and the drain valves are opened. When the 
cut-off in the locomotive cylinders is less than the pre- 
determined minimum, the booster is automatically cut out. 

The Skoda locomotive booster is claimed to possess 
several special advantages. The complete booster, includ- 
ing bogie frame, is sprung; the deadweights are limited 
to the wheel sets and the large gearwheel, so that the 
bogie runs even at high speeds without straining the track 
and the permanent way. The gearwheels are in constant 
mesh, so that the surface of the teeth cannot be damaged, 
and their contact is always correct. The clutches enable 
coupling and uncoupling to be done practically noiselessly 
at all speeds, and the steam engine cannot be damaged 
by shocks; it can be started smoothly even at high speeds. 
Moreover, the normal-gauge booster, including the wheel 
weighs only 9,000 kg. (approx. 8 tons 17 cwt.), 
for a tractive force of 5,600 kg. (approx. 5 tons 10 cwt.). 


sets, 


Fig. 3—A 2-10-0 type locomotive fitted with Skoda booster on trailing 


tender bogie 
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It is apparent that the switch running rail of the main 
line must also rise to this higher level before the crossing 
- reached, and to do this, A.S.1 two-level chairs are intro- 
duced at point A immediately following the first T.18 in 
the branch line; it cannot be too strongly emphasised at 
this nt, that the introduction of the two-level, or as 
the sometimes called, ‘‘ stepped ’’ road chairs, into 


the ch running rail of the main line between points A 
and B, whilst bringing that rail up to a common level for 


the sing, has the most important effect of continuing 
the t gradient in the branch from 1} in. to 3 in. 
As the cess rail and 6-ft. rail of the main line on this 
length A to B are level (7.e., no cant), the two-level chairs 
have the effect of progressively altering the rake of the 


timbers so that whilst at A they are level, giving 13 in. 
of cant to the branch and no cant to the straight, at B 
the timbers have a rake of 1 in. in 5 ft. and thereby give 
coupled with the special chairs) 3 in. of cant to the branch 
and still no cant to the straight. 

[his will perhaps be more readily understood on refer- 
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The deficiency through the switch in this example is 
due to two factors :— 

(1) The ideal switch not being available at the moment. 

(2) An inherent deficiency through the angle of planing. 

Both these deficiencies can be eliminated, one by a new 
switch and the other by preceding the junction with some 
cant on the straight. 

In actual practice, this preceding cant would be given 
to this layout. It has not been included here, as its inclu- 
sion would have made the example a little more difficult 
to follow. Assuming that 1} in. cant had been given to 
the straight at the toe of the switch, this sleeper rake 
would have, merged into the present scheme at B, and at 
that point the straight main line would have been brought 
back to the no cant condition and the turnout of the 
branch from that point onwards would have had precisely 
the same cant as now. 

The actual cant which in such circumstances would 
have obtained on the branch between the toe of the switch 
and this point B is seen by adding 1% in. to the cant 








Fig. 7.—Both switch running rails fitted into T 18 chairs, and both stock rails in normal ASI chairs. 


Timber 


rake 14 in., giving no cant to the straight and 3 in. cant to the curved (right hand) road 


ence to the illustration (Fig. 7) of a timber at this point, 
where the two switch running rails (the inside ones) are 
fitted into T.18 chairs, and the two stock rails fitted into 
normal chairs. The 1}-in. timber rake negatives the lift 
of the right hand T.18, thereby retaining a ‘‘ no cant ”’ 
state in the main line whilst it doubles the lift of the left 
hand T.18, thus giving 3 in. cant to the curve or branch. 
In more difficult cases than the one quoted here, this 
feature of using two-level chairs to alter timber rake is 
used extensively. It can be applied either to increase or 
decrease the timber rake, or increase or decrease the cant, 
and, thirdly, by combining these two effects, cant can 
be increased or decreased whilst the rake is being changed. 
The more the author experiences the use of these chairs, 
the more varied their application seems to be. 

The crossing chairs are all T.18, 7.e., all have rail 
seatings 14 in. higher than normal, thus preserving the 
cant conditions obtained previously by the timber rake 
being continued at 14 in. In the length from C to E 
on the branch line, i.e., from the crossing to the heel of 
the diamond switches, the curvature diminishes from 
37 ch. to infinity and the cant requirements similarly 
diminish from 3 in. to 0. This reduction is effected by 
reducing the timber rake from 1} in. at C to level at D, 
using T.18’s on the high rail throughout this length, and 
by stepping down the two-level chairs from T.18 to T.1 
on the length from D to E, thus giving no cant at E where 
the transition enters the straight. 

And so, with the exception of a deficiency of cant 
through the switch, it has been possible to cant the whole 
of the turnout up to the diamond, so as to leave little 
or no residual thrust, and furthermore, nothing has been 
given away on the straight in order to achieve this. 


figures shown on the plan. Additionally, it can be seen 
that with the adoption of the new Long F or G switch 
referred to previously, with its progressive curvatures, less 
cant would be required on the straight. If 1 in. of cant 
had been given to the straight preceding the switches, the 
length from A to B would still be the length over which 
the rake would change, but in this instance the change 
would be from 1 in. to 14 in. This would have been an 
example of timber rake and two-level chairs working in 
opposite directions and at different rates, the effect being 
a gentle cant ‘‘ run out ”’ on the straight from 1 in. to 0. 

Now revert to the consideration of the method of deal- 
ing with the down main line beyond the crossing. From 
C to D the timber rake is changing from 1} in. to level, 
and on the same length and at the same rate the two- 
level chairs stepped from T.18 to T.1 exactly negative this 
effect and leave the straight with no cant throughout. It 
may be thought that all this extremely careful adjustment 
of cant, rake, &c., makes the proper maintenance of such 
a junction more than could reasonably be expected from 
the average ganger. In actual fact, all the cants, cant 
gradients, and changes in timber rakes are built inte 
the job, so that there can be no mistakes and no excessive 
gradients if the straight is maintained with no cant. The 
ganger maintaining such a junction would merely have 
to keep his straight perfectly level, and the rest auto- 
matically adjusts itself. So not only has the difficult 
problem of canting junctions been partly solved, but the 
maintenance of such junctions has actually been simpli- 
fied. 

If the foregoing has been followed carefully, there 
shouid be no difficulty in understanding the application 
of two-ievels beyond the diamond. In the up main, T.1S 
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to I.1 chairs have been shown as optional, as have those 
in the down branch line. In both these cases, as soon as 
sleepers have been reached no further two-level chairs 
are really necessary, as the first sleeper can take up the 
cant or carry on with the cant gradient. But this means 
that the sleeper bed will be at an appreciably different 
level from that of the last timber; some engineers prefer 
not to jump the beds in this manner, and the inclusion 
of more two-levels as indicated is for the purpose of 
bringing the sleepers gradually up to their required levels. 
It is not necessary to go into the details of two-levelling 
the up lines. It is similar to the down, and should be 
readily understood. 

An interesting photograph is reproduced (Fig. 10) of a 
precisely similar lead lying in the makers’ yard looking 
from the crossing into the trailing switch. The illustra- 
tion clearly shows the level straight and the 3-in. cant 
on the curved road. The new and strengthened brackets 
of the built up A chair (T.18) are clearly seen, as is also 
the improved line of the turnout by the introduction of the 
E/F switch with a 1 in 16 crossing. On the extreme 
right a similar lead is seen fitted into the same chairs 
(T.18’s) but with the timber rake adjusted to give 1 in. 
cant on the straight and 4 in. cant to the curve. 

In the foregoing example the approximate values in 
speed with and without two-level chairs would be as 
follows :— 

Without two-levelling 

Straight : unrestricted 

Branch curve worth 35 m.p.h 

Probable speed restriction 30 m.p.h 
With two-levelling 

Straight : unrestricted. 

Branch curve worth 55 m.p.h. 

Probable speed restriction, 50 m.p.h 


The Diamond 

In the majority of junctions where there are no switch 
diamonds, and the standard obtuse crossings are fitted, 
the length between the turnout crossing and the obtuse 
angles is considerably shorter than the example taken; 
nevertheless, it is necessary in this length to introduce a 
transition, and if it is not possible to bring this transition 
down to infinity, it must on all occasions be used to reduce 
the curvature through the actual angles to the very mini- 
mum. It is also undesirable, for the purpose of fast 
running, to run the turnout curve over the 6-ft. space to 
terminate tangentially in a straight diamond. This has 
frequently been done in the past, and unfortunately is 
still being done, but it is now obvious that such methods 
are erroneous. Any change in radius, or perhaps more 
correctly, change in thrust, should be made only at such 
a rate as can be followed by a reasonable cant gradient, 
and thus it is undesirable to run the turnout curve through 
the 6-ft. and to end it instantly at a straight diamond. 

Still worse is the junction which is designed with a 
sharp curvature running through one or both directions 
of the diamond, except of course if they are of similar 
flexure. Consider the three conditions which usually have 
to be dealt with :— : 


(1) Diamond resultant from junction of curves of similar flexure 
(2) Diamond resultant from curve off straight (as example 
(3) Diamond resultant from curves of contraflexure 


Case 1.—This is generally the simplest to deal with, the 
cant, of course, being favourable to both tracks. Such 
layouts need two-level chairs to provide the additional 
cant required for the inner curve. The actual cant to be 
given by rake of timbers at the obtuse angles is, as usual, 
arrived at by the consideration of the speeds of the two 
roads and their radii, and, where the cant necessity differs, 
fixing upon such a cant as will be neither excessive for one 
road nor unduly deficient for the other. 
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Case 2: Curve off straight.—If the diamond is on the 
curve throughout, then that curvature calls for some cant 
and, whatever cant is decided upon, it has to be given 
to the straight at the angles. This is why it is imperative 
that the curvature through the diamond should be reduced 
to the very minimum by the transition from the crossing, 
In cases where curvature persists through the diamond, 
necessitating cant, part or the whole of the cant imposed 
on the straight at this point is frequently carried right 
through from in advance of the switches to past the 
diamond. 

Case 3: Curves of contraflexure.—Here again it js 
absolutely essential that the curvature of both roads shall 
be reduced to a minimum at the diamond, and having 
done all that is possible in this direction, such a cant 
is given to the main line as will not be unduly d ficient 
for the branch. This frequently means that the sub- 
sidiary road must work at a deficiency in cant the whole 
way through. 

The author has in mind an important junction on the 
L.M.S.R. which is being designed on this principle, 
namely, Colwich Junction. The main line, diverging to 
the left, has a radius of about 110 ch. and the subsidiary 
line to Stoke diverges to the right with a turnout radius 
of about 18 ch. These radii are transitioned down for the 
length through the diamond—the main line from 110 ch. 
to 170 ch., and the Stoke line from 18 ch. to 50 ch. The 
cant requirement at the diamond in favour of the main 
line is 1 in. and that amount of cant is to be given: thus 
there is a 1-in. negative cant to the Stoke line at this point. 
It should be noted that the allowable deficiency in cant 
is 2} in., and accepting this means that a curvature on 
the Stoke leg of the diamond can be developed up to that 
requiring 1} in. cant in itself, i.e., 50 ch. Not only was 


this achieved, but by the use of two-level chairs, and by 


transitioning the changes in radii, this deficiency is main- 
tained for the Stoke line as a constant throughout the junc- 
tion. There being no deficiency at any point for the 
main line. 

The result is that when this junction is relaid there will 
be a complete abolition of the present speed restriction on 
the main line, and additionally an easement in the speed 
restriction on the Stoke line. Thus there will be relief for 
both directions, and every permanent way man knows 
how difficult that is to attain without considerably altering 
an existing layout. Such betterment could be obtained 
only by the use of two-level chairs and continuously tran- 
sitioning the lead by the Hallade methods, or alternatively 
by a very much easier layout which in this instance is 
impossible without moving a station and a road bridge. 
The present values of this junction are 60 m.p.h. for the 
main line and 20 m.p.h. for the Stoke line. On comple- 
tion of the relaying these restrictions will be lifted to “‘ No 
limit ’’ on the main and 30 m.p.h. on the Stoke line. 

The Case of Sharper Curvature 

In case it should be thought that two-level chairs can 
be used only for easy layouts, where long leads and 
very flat diamonds obtain, a junction has just been com- 
pleted at Barassie near Troon in Ayrshire (Figs. 8 and 9 
opposite) where the diamond off the straight consists of : 
front crossing 1 in 9-5; obtuse crossing 1 in 8; back crossing 
1 in 7; preceded by E/F switches with 1 in 12 crossings. 
This junction, before being relayed, was worth 20 m.p.h., 
and the speed restriction has now been lifted to 40 m.p.h. 
The severity of the curve is very noticeable, and in a 
layout of this type a speed restriction as high as 40 m.p.h. 
is a more difficult figure to aim at than a much higher 
figure on a more moderate curvature. As much as 23 in. 
of cant is given to the curve at the turnout crossing, there 
being 4 in. of cant throughout the straights, except at 
the diamond, where this } in. is increased to 1 in. This 
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s. 8 and 9—Barassie junction, L.M.S.R., as relaid with transitioned curves and two-level chairs, thus per- 
mitting of a higher speed on the diverging lines 
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cant was obtained by using up to T.12 chairs. It was 
not possible at this place to use T.18’s as the length avail- 
able for reduction to zero, necessary at the obtuse crossing, 
is too short; it was, however, possible to transition the 
radius of 18 ch. through the turnout down to approxi- 
mately 45 ch. at the obtuse crossing thus keeping the cant 
deficiency at this point well within the 2} in. allowable. 
One final aspect of two-level chairs, the importance of 
which is far greater than appears at first sight—a simple 
turnout off the back of a main line curve. The turn- 
out itself may be almost negligible in its importance 
but all too frequently such a turnout causes a serious 
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10 m.p.h. more could be obtained on any junction: this 
and more has been achieved, but it should not rest there. 
Much more can and should be done; the ideal of a perfec: 
junction has been brought nearer but it certainly has not 
been reached yet. Switch design needs much improve. 
ment, curvature should be unbroken through crossings, 
and every radius throughout a junction should be 
developed transitionally. Along these lines, coupled with 
the further development of two-levels, will come the 
unrestricted junction. 

In conclusion, the author would like to express his 
keen appreciation and thanks to the Chief Engineer of the 


Fig.§10—Part, layout in maker’s yard looking from crossing towards switch and showing the level straight and 
the curved road canted 3 in. 


deficiency in the cant possible to the main line. By two- 
levelling such a lead to the full T.18 it is generally possible 
to eliminate the whole of this main line cant deficiency, 
and considerably to improve the running at this point. 
This practice of two-levelling simple leads from the back 
of curves is one which is growing rapidly on the L.M.S.R. 

The whole of the experimental work in connection with 
two-levels has been carried out on behalf of the L.M.S.R. 
by Taylor Bros. (Sandiacre) Ltd., Notts., to whom the 
author wishes to tender his thanks for the various photo- 
graphs of two-level details reproduced. The manufacture 
of two-level junctions, turnouts, and all the ancillary 
details, calls for a rather higher standard of accuracy than 
usual. [he correct set in the switch to ensure that all 
chairs give a proper bearing; the special care required in 
casting the new two-level and stepped road chairs; and 
the retention of correct gauge throughout a sharp and 
severe transition within the limits of the layout, are all 
points which call for precision work, a class of work this 
firm is weil able to deal with. 

It is the firm conviction of the author, and many others 
too, that the transitioned, two-level junction is a real 
advance over the standard. In the early days of this 
work it was deemed to be worth while if on the average 


L.M.S.R., Mr. W. K. Wallace, for the encouragement 
given, and the personal interest shown in the development 
of this type of junction, and to the Vice-President, Sir 
Harold Hartley, for his kind permission to publish this 
article. 








THe NEw CHANNEL TRAIN FERRY SERVICE.—The Folke- 
stone-—Dunkerque cross-Channel service ran for the last 
time on Monday, October 5, when the ss. Picard made 
its final crossing. Although some of the buildings at the 
new train ferry dock at Dover (which we described last 
week) are not finished, the dock itself is complete, and 
the service with the train ferries between Dover and 
Dunkerque was begun on October 6. The first to leave 
Dover was the Hampton Ferry, on which passengers were 
accommodated; the through sleeping car service begins on 
October 14. From Dunkerque the first departure was 
the Twickenham Ferry, flying the French flag of the 
Soc. Anon. de Navigation Angleterre-Lorraine-Alsace. 
30th vessels conveyed through loaded goods wagons, and 
the Twickenham Ferry brought over (empty) four of the 
specially-constructed sleeping cars of the Wagons-Lits 
company; three of these are now on view at Victoria, 
Waterloo, and Cannon Street respectively. 
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N the September issue of the L.M.S. Magazine, there 
I appeared an article entitled ‘‘ Shadow Board: A Place 
for everything and everything in its Place,’’ con- 
tributed by the company’s Chief Mechanical Engineer, and 
we are indebted to Mr. W. A. Stanier and the Editor of 
the magazine for permission to reproduce this article and 
the illustrations which accompanied it. The article dealt 
with one of the problems very common in railway work- 
shops, namely that of keeping track of the numerous tools 
and other appliances used in the shops. It is highly 
necessary that a suitable method of storing them should be 
employed, otherwise inconvenience and a state of untidi- 
ness often arise, and delay is not infrequently caused by 
the fact that tools are mislaid. There are varying systems 
of storage in use, such as racks, containers, &c., but gener- 
ally speaking no uniform system of storing and recording 
is in operation. In the Chief Mechanical Engineer’s 
Department of the L.M.S.R., a scheme has recently been 
inaugurated which is appropriately termed the shadow 
board system. A painted representation of every tool 
is indicated on a board or steel plate, and when a tool 
is removed from its place, an outline or shadow is seen 
on the board or plate, indicating at a glance that this tool 
isin use. The tools are, of course, arranged according to 
their sizes and types, and each tool is held on the board 
over the appropriate ‘‘ shadow ”’ by a simple arrangement 
of clips or brackets. 

This system might be defined by the time honoured 
maxim, ‘‘a place for everything and everything in its 
place,’’ which is the primary object of the shadow board, 
but it also possesses other advantages over the old method 
of storing in racks and containers. The value and utility 
of such a board used in the maintenance section of a 
locomotive machine shop is obvious. There are approxi- 
mately 300 various types of tools on the board, and in 
several instances in the illustration it will be noticed by 
the clearly defined white shadow that tools have been 
removed. From a maintenance point of view also, the 
shadow board has obvious advantages in that every tool 
can be inspected at a glance, and any slight defect easily 
detected before the tool has reached the worn-out stage, 
thus effecting an appreciable saving, and considerably 
facilitating supervision in this section. Moreover, it 


Shadow board in a locomotive machine shop 
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A LOCOMOTIVE MACHINE SHOP INNOVATION 


New system of storing and identifying tools 










reduces the possibility of accidents due to defective tools 
and contributes largely to the safety first campaign which 
Is now an essential feature of workshop practice. 


The fact that a shadow or outline appears on the board 


proves that a corresponding tool is in existence, and thus 
duplication is reduced to a minimum. 
method, tools which could not be traced were often counted 
lost, and replacements made, thus resulting in duplication 


Under the old 





Machine shop shadow board 


of stocks with consequent unnecessary expense. Shadow 
boards have a good psychological effect on the workmen 
due to the systematic manner in which they function. The 
general orderliness and neat appearance of the board in- 
duces the shop staff to take a certain amount of pride 
in seeing that tools are cleaned and in good working order 
before replacing them on the board. 

In the inspection room it will be noted that the board is 
used for all gauges, and those shown on the photograph are 
the Wickman screw-thread caliper-type used for checking 
of component parts having external screw-threads. In 
addition to the shadow profile the corresponding sizes and 

limits are shown above. The ad- 
io B. & vantages of ease in selection and 

i: , sh replacement previously men- 


- 


tioned are obtained, and when 
used with the check system next 
described a quick method of 
locating any particular gauge is 
available. 

The check system is a valuable 
asset when applied in a_ tool 
stores, or in departments where 
the issue and receipt of tools is 
controlled by a storesman. A 
disc, having a small hole and 
bearing the workman’s_ clock 
number, is retained by the stores- 
man as a receipt for a tool sup- 
plied, and when adopted in 
conjunction with the shadow 
system the check is hung on the 
board and takes the place of the 
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tool which has been removed. 
This affords a quick method of 
identifying the workman who is 
using the tool. 

The shadow board can be almost 
universally applied to any plant, 
section or bench, as weil as to 
machine _ tools. In the Chief 
Mechanical Engineer’s Department, 
after its value had been proved on 
tools and gauges, it was extended 
to machine tools with equal suc- 

It will be appreciated tliat 
operator has a number of 
which he is using inter- 
and prior to the intro- 

the shadow system, 
these when not in use, weré 
often placed on the bed or table 
of the machine or, in the case of 
a lathe, between the ways of ih« 
bed or other position which the operator considered con 
venient. In the case of an operator bei changed, 
difficulty was often experienced in locating the tools used 
by the previous operator, thus caus ng inconvenienc: 
and loss of time. A new man can see at a glance the 
number and -types of tools required for operating, 
which gives greater confidence in a machine which 
would obviously be strange in the initial stages. 
The introduction of the shadow board for machine 
tools has undoubtedly lessened this difficulty, as all the 
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Shadow board in the inspection room 


tools and also portable component parts connected with the 
machine are fixed on a shadow board which is placed in a 
convenient operating position adjacent to each machine. 
No check system is necessary in the case of shadow boards 
allocated to machines, as all the tools, &c., on the board 
are used only by the operator concerned, who automati- 
cally replaces them after use. The board, therefore, forms 
part of the complete machine unit in addition to showing 
the number and type of tools used for operating purposes 
on that machine. 








M. & G.N. Joint Line Traffic 


On October 1, 
in our issue of July 17, 


in pursuance of the arrangements outlined 
the management of the Midland & 
Great Northern Joint Railway was taken over by the 
L.N.E.R., the former Traffic Manager at King’s Lynn, 
Mr. R. B. Walker, having retired at the end of September. 
On this page we reproduce the train service diagram of 
August 3, 1935, for the M. & G.N. main line between 
South Lynn and Great Yarmouth, whereon the volume 
of traffic handled at holiday periods is well shown. The 
large number of special trains arriving at Yarmouth in 
the early morning hours is indicative of thi 
of the line in the working of long-distance day excursion 
ordinary trains between the Midlands and 


and express 
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North and the East Anglian resorts. Manchester, Notting- 
ham, Derby, Sheffield, Halifax, and Birmingham all enjoy 
through services to and from M. & G.N. Joint line stations. 
There are also through connections with London, the 
M. & G.N. route from Peterborough being used by the 
daily through coaches in each direction between King’s 
Cross and Cromer. As well as handling a large volume 
of excursion traffic from other systems, the M. & G.N. 
itself has certain long-distance facilities of this type, 
through services being worked regularly from King’s Lyna 
and Wisbech to King’s Cross, and also to Leicester and 
Nottingham. (Reference to L.M.S.R. and L.N.E.R. Jom 
Committee changes is made on page 593. 
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Diagram of train service between South Lynn and Great Yarmouth, Saturday, August 3, 1935 
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NEW TANK LOCOMOTIVES FOR BRAZIL 


Built by the North British Locomotive Co. Ltd. for the San Paulo Railway 


HE North British Locomotive Co. Ltd. has recently 
completed for the San Paulo Railway two 4-6-4 
type tank locomotives designed for local passenger 

service. These were constructed in accordance with the 
requirements of the Chief Mechanical Engineer,. Mr. P. 
C. Ford, and under the supervision of Messrs. Fox & 
Mayo, Consulting Engineers, London. Four additional 
locomotives, having the same characteristics, are now 
under construction in Glasgow. 

The cylinders are placed outside the frames and steam 
distribution is effected by piston valves 11 in. in diameter, 
actuated by Walschaert valve gear; the latter is reversed 
by steam operated mechanism. The boiler is fitted with 
the Belpaire type of firebox, and the inner box is of 
copper. The dome is in two parts, base and body, each 
flanged from steel plate without weld, and the regulator 
fitted in the dome is of the North British Locomotive 
Company’s single-beat type. The boiler barrel contains 
128 ordinary tubes 2} in. diameter, and also 24 superheater 
flue tubes each 54 in. diameter. Five engines are pro- 
vided with feed water heaters and one Nathan injector, 
and the sixth engine has two Nathan injectors. 

The frames are constructed of pilates 1} in. thick, well 
braced by cross stretchers of plating; the smokebox saddle 
is of cast steel. The slidebar brackets, motion girders and 
supports are of fabricated construction, and the tanks, 
cab, and bunker are also welded throughout. The coupled 
axleboxes are of cast steel with bronze bushes, and the 
axlebox guides are of cast steel, the right and left hand 
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guides for the leading and driving wheels being cast to- 
gether, thus acting as frame stretchers. The coupled 
springs are underhung, compensated throughout, and pro- 
vided with auxiliary springs of rubber. The bogies are 
of the swing bolster type, with laminated bearing springs. 
Steam and hand brakes are applied to all the coupled 
wheels, and vacuum brake fittings are provided for actuat- 
ing train brakes. Draft gear to suit central couplers is 
fitted, although at present the engines are equipped with 
side buffers and central draw hooks. The engines are 
fitted with Stone’s electric lighting equipment. The lead- 
ing particulars are as follow :— 

Gauge of railway 

Cylinders (2), dia. 


5 ft. 3 in. 
214 in. 
stroke 26 in. 
W heels, coupled, dia. as o. 9 ae. 6am. 
bogie, dia. .. oe ay . on. Om. 
Working pressure 200 lb. per sq. in 
Heating surface : 
Tubes ae ny A .. 1,435 sq. it. 
Firebox Ms a we Sua Si 165 CC, 
Total .. : ‘ 1,600 
Superheater surface & “re wr 430 
2 030 
28-5 sq. “ft. 
2,200 gallons. 
3 tons coal 


Combined total 
Grate area 

Tank capacity 
Fuel . 
Items of a iesneigicaliil in the design of these 
engines are the A.C.F.I. feed water heater, Parry soot 
blowers, Lambert sanding apparatus, Whittaker water 
level indicator, Detroit lubricator and Ross safety valves. 


SQ. IN. 


5! 3" GAUGE 


25r. TOTAL =106T.9C. 
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RAILWAY NEWS SECTION 


PERSONAL 


Sir Josiah Stamp, Chairman and 
President of the Executive, L.M.S.R., 
has accepted an invitation from the 
Coun of the Advertising Association 
to be President for the coming year, in 
succession to Sir Ernest Benn. 

Mr. H. H. Swift, who, as announced 
in our issue of October 2, has been 


Mr. H. H. Swift, 


Appointed Assistant Electrical Engineer, 
L.N.E.R. 


appointed Assistant Electrical Engineer, 
L.N.E.R., has for the past 16 years 
been with the English Electric Co. 
Ltd., since July, 1934, as Assistant 
Manager of the Traction Department 
of that firm. He obtained the degree of 
Bachelor of Engineering at Adelaide 
University, South Australia, and subse- 
quently entered the Siemens-Schuckert 
works at Berlin; during the war he was 
interned as a civil prisoner of war at 
Ruhleben. In March, 1920, Mr. Swift 
joined the Electric Traction Depart- 
ment of the Dick Kerr works of the 
English Electric Company at Preston, 
and has subsequently represented that 
undertaking, first for 3} years in 
Japan-—in connection with contracts for 
electrification work on several Japanese 
railways—and then for 3 years in 
South Africa, with regard’ to the 
electrification of the Capetown-Simons- 
town line of the South African Rail- 
ways. He has also made many visits 
to Denmark and Poland concerned with 
electrification contracts secured by the 
English Electric Company during the 
last few years, some of which are not 
yet completed. 


Mr. C. J. Boykett, who, as an- 
nounced in our issue of July 10, is 
retiring from the position of Secretary 
to the Railways Commissioner, South 
Australia, has 49 years’ public service 
to his credit, terminating in December, 
when his present leave prior to retire- 
ment expires. He has served in per- 
sonal contact with every Commissioner 
there has been, first as Personal Clerk, 
then as Chief Clerk of the Department 


Mr. C. J. Boykett, 


Secretary to the Railways Commissioner, 
South Australia, 1916-36 


and Personal Clerk, and finally, since 
1916, as Secretary. Born in North 
Adelaide in 1871, Mr. Boykett was 
educated at Whinham College and then 
for some time studied as a surveyor. 
In September, 1887, however, he en- 
tered the Audit Branch of the railways 
as a cadet, and two years later was 
transferred to the Commissioner’s office. 
During the war he was appointed by 
the Commonwealth to special duty in 
connection with the engagement of war 
workers to go to Great Britain, and on 
its conclusion, the Prime Minister re- 
quested the Premier to express, on 
behalf of the Commonwealth, its 
appreciation of his __ services. Mr. 
Boykett has been a member of the 
Railways Appeal Board since 1916, and 
is an Honorary Lieutenant-Colonel in 
the Engineer and Railway Staff Corps 
of the Commonwealth Forces. He is 
a member of the committee of the St. 
John Ambulance Association and was 
at one time well known in Adelaide 
musical circles. In addition to his un- 
failing courtesy and tact, Mr. Boykett’s 
work in the settlement of financial dif- 
ferences between Victoria and South 


Australia in connection with border 
railways will long be remembered. 
At a farewell gathering, when Mr. 
Boykett was presented by his col- 
leagues with an inscribed tankard and 
travelling rug, Mr. Anderson, the Com- 
missioner, expressed regret at his retire- 
ment and acknowledgment of his deep 
debt of gratitude to him for his work. 
On behalf of the Railway Service he 
extended to him best wishes for his 


Mr. F.C. W. Christison, 


Appointed Secretary to the South Australian 
Railways Commissioner 


future. Mr. A. J. Hannam, K.C., 
Solicitor for Railways, also spoke and 
made the presentation, with the words : 
‘as an expression of our sincere ap- 
preciation of the many _ kindnesses 
you have shown us.” 


Mr. F. C. W. Christison, who, as an- 
nounced in THE Rattway GAZETTE of 
July 10, has been appointed to succeed 
Mr. C. J. Boykett as Secretary to the 
South Australian Railways Commis- 
sioner, was educated. at Adelaide 
Collegiate School (subsequently merged 
into Queen’s College). He entered the 
office of the Traffic Auditor, S.A.R., in 
August, 1891, and remained there until 
transferred to the Railways Commis- 
sioner’s office in November, 1895. He 
has continued to fill various positions 
in that office throughout the remaining 
period of his service, these culminating 
in his appointment as Chief Clerk in 
November, 1925, and now Secretary. 
Of his 45 years’ service, therefore, 41 
have been spent in the Commissioner’s 
office under Messrs. Pendleton, Mon- 
crieff, McGuire, Webb and Anderson, 
who has been Commissioner since 1930. 
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Mr. Edwin c. Cox, C.e., 
M.V.O., T.D., who, as announced in 
our issue of July 31, is retiring to- 
morrow from the position of Traffic 
Manager of the Southern Railway, 
joined the South Eastern Railway in 
1883, and after three years’ training, 
was transferred to the office of the Out- 
door Superintendent, where he gained 
experience in every branch of traffic 
work. In 1902 he was appointed 
Assistant Indoor Superintendent of the 
combined South 
Eastern and Chatham 
system. During the 
South African war he 
was responsible for the 
heavy military traffic 
that | passed over the 
railway. He was 
appointed Assistant 
Superintendent of the 
Line in 1910, and 
Superintendent of the 
Line in 1911, when at 
43 he ranked as the 
youngest railway 
superintendent in the 
kingdom. From. 1902 
to 1911 Mr. Cox was 
Chairman of the S.E. 
& C.R. St. John 
Ambulance Centre, 
and, on relinquishing 
this position when 
appointed Super- 
intendent of the Line, 
was accorded a_ vote 
of thanks—for dis- 
tinguished services 
rendered in further- 
ance of the work—by 
H.R.H. the Grand 
Prior and the Chapter 
General of the Order. 
He was also a member 
of the committee of 
railway and Govern- 
ment department repre- 
sentatives appointed to 
control the supply of 
wagons for Govern- 
ment traffic from 1915 
to 1919, and was 
deputed to assist the 
Railway Executive 
Committee in dealing 
with matters connected 
with the railway trans- 
port of troops, munitions, &c., in this 
country. From March, 1919, to the 
end of 1920, and again in 1926, 1931, 
and 1935, Mr. Cox was Chairman of 
the Railway Clearing House Super- 
intendents’ Conference. During the for- 
mer period he was, in addition, Chair- 
man of seven different committees 
appointed to negotiate with the trades 
unions the standard rates of pay and 
conditions of service of the traffic staff 
in the conciliation grades of the rail- 
ways throughout the country, also of 
stationmasters, controllers, men and 
women clerks, &c., and the standardisa- 
tion of nomenclature for grades in the 
Traffic, Goods, Locomotive, and Engin- 
eering Departments. Since then he has 
been a member of the panel of railway 
officers on the National Wages Board. 


Photo by) 
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Mr. Cox, was a member of the com- 
mittee appointed in October, 1920, by 
the Minister of Transport to consider 
and report upon the question of auto- 
matic train control. He gave evidence, 
on behalf of the railway companies, 
before the Rates Advisory Committee 
in respect to passenger fares, season- 
ticket rates, workmen’s fares, and 
miscellaneous’ traffic by passenger 
train, prior to the interim revision of 
rates and charges that came into force 


Mr. Edwin C. Cox, C.B.E., M.V.O., T.D.. 


Traffic Manager, Southern Railway, who is retiring on October 10 Leslie (Sec. and London 


in August, 1920, and also before the 
Railway Rates Tribunal in connection 
with workmen’s fares; he is also one 
of the auxiliary members of the 
tribunal panel to be called in for 
special service thereon as may _ be 
required. Since the inauguration of 
the London Passenger Transport Board 
Mr. Cox has been a member of the 
Traffic Advisory Committee and the 
Fares and Services Committee. On 
the formation of the Southern Railway 
in 1923, Mr. Cox was appointed Chief 
Operating Superintendent of thé group, 
and on March 31, 1930, became Traffic 
Manager, the position from which he 
now retires. He holds the rank of 
Lieutenant-Colonel in the Engineer and 
Railway Staff Corps with distinguished 
medal, is a Foundation Member of the 
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Institute of Transport and Member 
of Council at the present time. He 
was awarded the gold medal of the 
Institute of Transport, 1928 r his 
paper on “ Electrification f the 
Southern Railway.’’ Among the 
honours conferred upon Mr. ( X are: 
Commander of the Order of t! British 
Empire (1918); Member of the \ torian 
Order (1926); Honorary Ass te of 
the Order of the Hospital of ¢ John 
of Jerusalem (1920); Chevalier de 
ordre Natio de la 
Legion ( Mneur 
(1927) ; Officer ordre 
de Leopold (1934), and 
a Chevalier f this 
order from 1918: 
Officer of the Crown of 
Roumania (1924); and 
Order of th Nile 
(1928). In June, 1934, 
Mr. Cox was received 
in audience with other 
British railway officers 
by the King of the 
Belgians. 


At the funeral of 
Sir Brodie Henderson, 
which, as we mentioned 
last week, took place on 
October 1 at Braugh- 
ing, there were present 

in addition ‘to family 
mourners—the _ follow- 
ing : 

Sir Eastman Bell, Messrs 
R. Booth (General Manager, 
Messrs. Livesey & Hender 
son), A. J. Boyd, W. Cod- 
rington, G. Cocollis (Asst., 
Sec., Central Argentine Rail- 
wav), E. G. Clark (Secretary 
and representing Institution 
of Civil Engineers), b. D. F. 
Docker, F. D. Docker, W. H. 
Drewry (and representing 
Central Argentine Railway), 
N. B. Dickson, J. M. Eddy, 
H. E. Edwards (and repre 
senting United Steel Co.), 
F. O. Ellis (and representing 
Great Western of Brazil 
Railway), N. F. E. Grey 
(Sec., B.A.G.S. and B A.W 
Railways), R. Graham (Se¢ 
London Committee, British 
Argentine Railways), Sir 
Follett Holt, Messrs. F. C. 
Hunt (Metropolitan-Vickers 
Electrical Export Co.), R. 


Lafayette 


Manager, C.A.P.), H. J. S. 
Movses (Birmingham Rail 
way Carriage & Wagon Co.), C. H. Pearson, 
W. W. Parish, R. Pooley (Shelton Iron, Steel 
& Coal Co.}, C. Redford Salmon (Sir .G. W. 
Armstrong-Whitworth & Co.), T. L. Taylor, 
G. W. Teague, and H. O. Tubby (Sec., Central 
Uruguay Railway). 
The Memorial Service, on October 2, 
at St. Michael’s, Cornhill, was attended 
by members of the family, and by 


Sir Frank M. Baddeley, Messrs. A. W. 1+ 
R. Booth (General Manager, Messrs. Livesey & 
Henderson), T. D. Brotherton (General Electric 
Co.), G. Cocollis (Asst. Sec., C.A.R.), C. Cowley 
(Sec., Antofagasta (Chili) & Bolivia Railway), 
W. Codrington (Chairman, also representing 
Nyasaland Railways), . Dolby Central 
Uruguay Railway), V. D. Fay (representing 
Sir Sam Fay), Maj.-Gen. Sir Evan Gibb (repre 
senting Sir Alexander Gibb), Sir Nigel Gresley, 
Mr. P. D. Greville (Antofagasta (Chili) & 
Bolivia Railway), Sir Follett Holt, Lt.-Col. 
R. Tristram Harper, Messrs. W. Howard 
Williams, A. G. Hunt, F. J. Hills (London 


Manager, Metropolitan-Cammell Carriage & 
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H. A. A. Hicks (Sec., Leopoidina 
Cyril Kirkpatrick, Sir G. 
Messis. J. S. Lewis (representing 
vay of Western Australia), b 
rman Long & Co.), W. J. Maslem 
Railways of Havana), Col. 
Messrs. A. §: Medlvycott (Great 
Brazil Railway), H. E. Owen 
North Western Railway of 
Col. Woodbine Parish, Messrs. 
3. A.G.S. & W.R.), C. H. Pearson, 
Messrs. T. Potter (London 
icester Railway Carriage & Wagon 
Iman (Messrs. Merz & McLellan), 
: Sandberg, O. F. A. Sand 
Sec., Cordoba Central Railway), 
Hurst Nelson & Co.), Sir Seymour 
Rendel Palmer & Tritton), and 
ft (representing Sir Johr Thorny- 
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Secretary of State for the 
as recently appointed Mr. 
worth, Deputy Chief Accoun 
nganyvika Government Rail 
»e Personal Assistant to the 
Manager of that system. 


Arthur Cunnington, Assistant to 
f Engineer, Southern Railway, 
iting, Heating and Water, has 
ted President of the Illuminat- 
vineering Society for the new 
and will deliver his presi- 
iddress at the society’s opening 
it the Lighting Service Bureau, 
Hill, London, W.C.2, on 
October 13, at 5.30 p.m. 


From the London Gazette of October 

Regular Army Reserve of Officers; 

‘ Engineers, Transportation :— 

ind Brevet Col. H. S. Cole, 

Supplementary Reserve of 

R.E. (Transportation), to be 

and Brevet Col. (October 1), 

retaining his present seniority. Col. 

Cole is Chief of Police, North Eastern 
nd Scottish Areas, L.N.E.R. 

Mr. James McLaren has been ap- 
j ~ Secretary of the Midland & 
Great Northern Railways Joint Com- 
1ittee and the Norfolk & Suffolk Joint 
Committee. This became 
eflective on October 1, when the 
L.N.E.R. assumed responsibility for 
the management of these undertakings. 
Consequential changes in the constitu- 
tion of the L.M.S.R. and L.N.E.R. 
joint Committees are recorded on page 
593 
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We regret to announce the death, 
on October 6, of Mr. Walter Home, 
C.1.E.. K.I.H. Gold Medal, the last 
Chairman and Managing Director of 
the Burma Railways Company. Mr. 
Home, who was over 80 years of age, 
having been born in December, 1855, 
was trained at the Royal Indian Engi- 
neering College, Coopers Hill, in its 
carly days. He was appointed as an 
Assistant Engineer in the Railway 
Branch of the Indian Public Works 
Department in 1877, and four years 
later his services were lent to the 
Jodhpore Durbar; he was subsequently 
Manager of the Jodhpur Bikaner Rail- 
way for 15 years. He retired in 1906 
and was elected first Managing Director, 
and later (in 1921) Chairman, in addi- 
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tion, of the Burma Railways Company, 
the position he held at the time Govern- 
ment again took over the working of 
the Burma Railways system on January 
1, 1929, when he retired. Mr. Home 
was awarded the Kaiser-i-Hind Gold 
Medal for conspicuous work in com- 
batting the great famine about 1900 
and was decorated with the C.I.E. in 
1904 


L.N.E.R. APPOINTMENTS 
The London & North Eastern Rail 
way announces the following appoint 
ments: 
Mr. Ex. M. 
Grimsby, to be 


Rutter, Portmaster, 

Passenger Manager, 
North Eastern Area, York, in succes 
sion to Mr. S. T. Burgoyne, who has 
recently been appointed Superintendent 
of that area. 

Mr. H. J. Birkbeck, Deputy Chief 
Rates Clerk, Manager’s office, 
King’s Cross, to be District Goods & 
Manager, Peterborough, in 
succession to Mr. H. S. Owen, who has 
recently been appointed District Goods 
Manager, Manchester. 


Goods 


Passenger 


INDIAN RatiLway STAFF CHANGES 

Mr. J. A. Bell, officiating Agent, East 
Indian Railway, has been confirmed in 
that appointment as from January 21 
last. 

Mr. P. K. Sarkar has been appointed 
to officiate as Deputy Chief Acounts 
Officer, E.B.R., as from August 22. 

Lt.-Col. BR. E. Gerton,. M.C., B.E:, 
Deputy Agent (Organisation), N.W.R., 
has been appointed to officiate as 
Divisional Superintendent, Ferozepur. 

Mr. F. V. Mahony has been ap 
pointed to officiate as Controller of 
Stores, N.W.R., as from August 17. 


Coi. J. Holthouse, Officer Command- 
ing the Aircraft and Artillery depot at 
Roberts Heights, has been appointed 
Manager of the South African Airways 
in succession to Mr. G. J. A. Linden- 

g, recently appointed as Mechanical 
Engineer at Durban. Col. Holthouss 
has been in the South African Air 
Force for 17 years and he is one of 
the pioneers of flying in the Sub-Conti- 
nent. He joined the Royal Flying 
Corps in 1915, and played a leading 
part in the development of the South 
African Air Force, doing most of the 
early pioneer flying from 1919 to 1922. 
Col. Holthouse was the first officer to 
be employed by the Union Government 
as a flying officer, and he and Briga- 
dier-General Sir Pierre van Ryneveld 
were the first two pilots in South 
Africa. In addition to a distinguished 
war career and the prominent part 
played by him in the building up of the 
present South African Air Force, he has 
always taken a keen interest in civil 
aviation. He was Director of Civil 
Aviation from 1933 to 1934 and is still 
a member of the Civil Air Board. He 
was a member of the Cape to Cairo 
aerial survey party in 1919, and his 
remarkable technical knowledge is 
generally recognised. 
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Proposed Renewal of 
Road Service A Licences 


Opposition by railway companies 
to the Bouts-Tillotson application 


Mr. Gleeson Robinson, Traffic Com- 

Metropolitan Area 
Authority for the 
London Traffic Area, in the course of 
the proceedings on these applications, 
heard evidence on October 1 of investi- 
gations into complaints made at pre 
vious hearings of late deliveries by rail. 
Mr. A. S. Mills, G.W.R., spoke of one 
consignment for a Welsh destination 
which went astray and was lost because 
of bad labelling by the 
Mr. W: G. : 


way, spoke of 


missioner for the 


and Licensing 


consignors. 
Crowhurst, Southern Rail- 
alleged delay in de 
Southampton, apparently 
from London. In one case Victoria was 
found not to be Victoria in London, 
but Victoria Bridge on the Great 
Northern Railway (freland). In 75 out 
ot 107 cases Sunday was included in 
the transit time, and in ten cases the 
Whitsuntide holiday intervened as well. 
Mr. F. C. Stanley, L.N.E.R., said that 
in one case, because of a misreading, 
a consignment for Edenbridge was sent 
to Edinburgh. 

Mr. Maxwell Fyfe, K.C., addressing 
the Commissioner on behalf of the rail- 
way companies, said that this was a 
matter of very great importance to the 
transport industry. Wasteful com- 
petition was not in the interests of the 
public generally or of the providers or 
users of transport. Excess of suitable 
facilities meant wasteful competition. 
The answer to the question of hardship 
to the applicants was that they had 
extended their business with the know- 
ledge that the position might alter at 
the end of two years. It had been sug- 
gested that the railway companies were 
trying to substitute monopoly for con- 
trolled competition. They were only, 
in effect, allowed to succeed in their 
objects on the basis that they were 
providing adequate services. That in 
his submission was no monopoly; it was 
a position in which there was the 
severest sanction against inefficiency. 
The hearing was adjourned until Sat- 
urday, October 3. 

Mr. E. S. Herbert, for the applicants, 
submitted that the general question of 
confiscation was an issue in this case. 

Mr. Gleeson Robinson: The Act has 
said that the licence is not a property, 
ind if I refuse a licence I am not con- 
fiscating any property. 

Mr. Herbert contended that the fact 
that the railways could carry more 
traffic than they were carrying now 
was not sufficient excuse for refusing 
the applicants’ licence as that would 
deprive traders and merchants of free- 
dom of choice for their transport. The 
applicants had proved the need for 
the services by showing the extent to 
which they had been used. 

The hearing was concluded on Octo- 
ber 3, and Mr. Gleeson Robinson 
reserved his decision 
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Some Aspects of Railway Finance 


Extracts from an address by 


Mr. 


Ww. 


V. Wood, 


Vice- 





President, 


L.M.S.R., to the Bristol and District Section of the Institute of Transport 


British railway financial information 
is unique in its published detail. The 
exceptional mass of material supplied 
in the statutory accounts of the rail 
ways and by the chairmen of the com 
panies at the annual meetings, together 
with the four-weekly and = annual 
statistics published by the Ministry of 
Transport and the further working 
details furnished to the Railway Rates 
fribunal at the annual reviews, provide 


more statistical and financial details 
than ire published by any _ other 
industry Railways were built under 
private Acts of Parliament, and thes 


Acts and the general Acts incorporated 
x - 


vith them take the place of an ordinary 





ompany’s morandum and _ articles 
of association The four amalgamated 
mmpanies were, however, created by 
the Railways Act of 1921, under which 
special tribunal w set up to confirn 
schemes of amalgamation submitted by 
the parti to each group, or to prepar: 
ind settle scheme where the partie 
failed to ubmit igreed propos ] 
From January 1, 1923 he f con 
panies were created by Orders of thi 
tribunal, which had tl force of A 
of Parliament, and took over the pro 
perties of the old companies mainly in 
isideration for stocks of the new 
mpani is set out in the Orders 
though in a few 1 r cases cash pay 
nts re made M ) interesting 


ints concerning the financial arran 
t I ti ( I overed by 
Ord I G t West 
Ord liffers f tl thers becaus 


that 


companies amalgamated with it 
merged existing 
structure. 

‘* Profits ’’ or net 
used 


the 


described 


the 


provides 


relates 
xpenditur { the whole un 
nd 


LteSscCrit 
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railway sense can perhz 
as the money a 
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year’s 
dividend 
capital, 


ordinary 
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altel nce 


working 


Was continu 


in its 
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ed and the 
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financial 


revenue (the term 


of 1921) in 
ips best be 
vailable on 
iterest and 
and share 
ints of an 
means 


interest on 
Companies 
Act, 1911, 
results of 
iscertained. 
it (No 8) 
ceipts and 
lertaking,’’ 
iccount is 
nue of the 
companies 


wed: 
Millions 
£32 -9 
{1-2 
4-1 
12-3 





418-7 
$2-7 
40-4 
7 
$4-1 


Octobe: 


The basis of the stand 
settled by the Railway Rat 
was the net revenue of thi 
together with certain allowa 
for fructification of capital 
not fully reflected in the 


The amounts of the stand 
aimed at, including allow 
ditional capital raised 
ire :— 

L.M.S.R. 

L.N.E.R 

G.W.R. 

S.R 


There was no guarantee 
uncunts would be realised 
the standards have not 


aggregate net 


reached, the 
the four 


£45 millions in 


companies having 
1929 to £26 
in 1932 The £51-3 milli 
net revenue which 
the railways art 


ever, the 


considered 


earn and there is no rea 
the se of time this leve 
be attained Chere has been 


recovery from the lowest | 
the 1929 gross earnings wet 
with retention of only a 
reductions in annual expendit 
then, the tandard would 
reached and represent an 
nearly 4-7 per cent. on 


receipts of the companies 
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block of repairs is postponed. On the 


other hand, complete renewals, particu- 
jarly rolling stock and permanent 
wav, fall in irregularly and these are 
chargé unnually on a “ provision ’’ 
hasis, esenting the average probable 
outlay vardless of the actual outlay 
in a J On the L.N.E.R., however, 
actual renewals are performed as re- 
quired in ihe usual manner, but are 
charged to revenue currently. 

The provisions are based on re- 
placement cost as distinct from first 
ost. Credits to capital for assets dis- 
places ind not replaced since 1924 
total £25 million for the four com- 
panies 
Since amalgamation the L.M.S.R. has 
undertaken new physical works repre- 
senting an outlay of some £133 millions. 
Every heme for a new work has to 
be judged by the test of its earning 
power in terms of net revenue. There 
are works designed to improve existing 
source of gross revenue or to create 


others by the improvement of traffic 
earning facilities. Then there are those 
which are necessary merely to maintain 
and protect gross revenue in the pro- 


cess of keeping abreast of the times, 
such the natural evolution of carri- 
ve amenities. Other classes of works 
are aimed at enabling the companies 
to earn the existing gross revenue with 
less expenditure than before, and ex- 


are improved methods of sig- 
ind improved design of locomo- 
It is very rarely that a simple 
enewal takes place. No project is 
regarded as profitable if it does not 
show a reasonably clear margin after 
Wlowing for the interest and other 





Between 1922 and 1935 the four com- 
panies effected a reduction in working 
expens s of no less than £45,000,000. 
This includes reductions due to price 
hanges and output as well as true 

mies and against it must be set 

the interest charges incurred on capital 
expenditure to secure it. As a result 
ff its locomotive policy the L.M.S.R. 
is working today with a reduction of 
24 per cent. in the total number of 
omotives compared with the time of 

‘rouping, which is in itself a striking 


>? 


example of the saving effected. By 
reducing the number of types, re- 
organising the workshops and repair 
sheds, obtaining longer runs between 
shoppings for repairs, improving the 
running shed arrangements and intro- 
ducing locomotives of new designs, the 


company has secured a clear economy 
oi £2,000,000 per annum apart alto- 
ether from changes in prices and quan- 
tity of work. This result—a striking 
example of what all the companies are 


doing in various directions—fully justi 
fies the close investigation and super- 
vision which led to it. 

To eliminate unnecessary work 


should be an object of any business 
man but that applies with the greatest 
of force to a railway, because it is 
a business selling not a commodity but 
a series of services, and therefore an 
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individual is apt to do something be- 
cause it is customary and is not capable 
of being clearly connected by him with 
a particular service for which he is 
responsible. The system of budgetary 
control introduced by the L.M.S.R. a 
few. years ago may be defined as a 
means of controlling and rationing 
working expenditure. Its object is to 
forecast revenue and expenditure and 
let each unit in the organisation—on 
both the selling and spending sides— 
know what is expected of it well in 
advance. Towards the end of each year 
each chief officer submits his estimate 
of expenditure under each type of work 
for the ensuing year, together with 
such physical data as are appropriate 
in support of his estimate. Approval 
of the budget, as settled, permits each 
department to arrange its services and 
programme of work well in advance 
of spending and break its expenditure 
down into areas, types and periods of 
the year. 

Budgetary control has been found to 
be an invaluable aid in rationing the 
available money on its merits. It is 
not a mere expenditure cutting arrange- 
ment and, in fact, in directions so 
varied as signalling, particular features 
of road motor maintenance, particular 
features of advertising arrangements 
and mechanical appliances for office 
work, increased expenditure has been 
authorised as a matter of central policy, 
while in other directions there have 
been considerable curtailments. 

In the weekly statements of traffic 
receipts the margin of error in any week 
is rarely 1 per cent. On the L.M.S.R. 
the error in the 52 weeks of 1935 was 
the small one of 0-3 per cent. The 
variations, one week with another, are 
due to national and local holidays, 
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large conferences, and other events 
which do not fall in the same week 
each year. The most obvious varia- 
tion follows from the 35 _ possible 
alternative dates of Easter and _ its 
sequence Whitsunday, and in order to 
get a true comparison over a series of 
years of the traffic affected by these 
holidays alone, it is necessary to allow 
not only for this but for the fact that 
an early Easter will produce less 
traffic than a late one. There is the 
further complication that each year 
includes one or, in Leap year, two odd 
days. This not only makes a year’s 
total differ from the 52 weeks’ total, 
but means that no calendar week repre- 
sents the same conditions as in the 
corresponding week of the previous 
year. This is most noticeable around 
Christmas, as a week in which it 
follows, say, on a Tuesday, will have 
lower receipts than in one in which it 
falls on a Wednesday, as in the former 
case the previous week will include 
more seasonal traffic, particularly pas- 
sengers and parcels, to the detriment 
of Christmas week. 

Four-weekly figures are of much more 
value than weekly figures, because they 
flatten out many of the temporary dis- 
parities, and over a series of years the 
52 weeks divided into groups of 12, 12, 
12 and 16 weeks give a comparison 
which avoids calendar variations. The 
accompanying graph illustrates this. 
It breaks the receipts of the four com- 
panies for the years 1930 to 1935 and 
part of 1936 into the four periods, 
showing them as percentages of 1929, 
and separates passenger and _ goods 
train traffics. 1929 is the most suitable 
recent base, as the effect of the trade 
depression began to be felt by the rail- 
ways about the end of February, 1930. 








Best Kept STATION COMPETITIONS, 
1936.—Special class awards have been 
made in the L.N.E.R. Best Kept Station 
Competitions for 1936 to the following 
stations in the Southern Area: Elsen- 
ham, Saughall, and Leadenham. 
Twenty-five stations received first class 
awards, 20 stations second class, 46 sta- 
tions third class, and 76 stations fourth 
class, and 24 stations were awarded 
certificates of commendation. In the 
North Eastern Area, special class awards 
were made to Cherry Burton, Heddon- 
on-the-Wall, and Wharram. Seventeen 
stations received first class awards, 
21 stations second class, 40 stations 
third class, and 119 fourth class, and, 
in addition, 16 stations were awarded 
certificates of commendation. 


PooOLING FACILITIES IN CANADA.— 
Mr. Arthur E. Cavanagh, General Man- 
ager of the Temiskaming & Northern 
Ontario Railway, recently announced 
that amalgamation of shop, car, and 
yard facilities of the T. & N.O. and the 
Canadian National Railways at Coch- 
rane, Ontario, was under consideration, 
and although this consolidation had 
not been definitely decided upon, pre- 
liminary work in connection with the 





proposal had actually been undertaken. 
Reports gaining currency in Cochrane 
assumed that the T. & N.O. employees 
concerned would be absorbed by the 
C.N.R. service, but that 30 or 40 men 
would be displaced. The T. & N.O. 
shops at Cochrane have an annual pay- 
roll of $18,000. 


GERMAN Roap DEVELOPMENT.—Up 
to the present time, no fewer than 
52,000,000 days of employment have 
been given to workmen engaged on 
building the national motor roads in 
the Reich, stated Dr. Todt, Inspector- 
General of the German Roadways, at 
the Road Construction Exhibition at 
Munich. Before the end of September, 
he said, the 94-mile stretch of road 
between Berlin and the Baltic seaport 
of Stettin will be opened and 625 miles 
of motor road will have been com- 
pleted. A further 940 miles of roadway 
are under construction in various parts 
cf the country—in Silesia, Rhineland, 
end Central and South West Germany. 
The Berlin-Stettin autobahn is one of 
the roads authoriscd under the original 
scheme authorised prior to August, 
1934, details and a map of which were 
published in our issue of June 7, 1935. 
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The Longest British Non-Stop Runs 


In the annexed table is given a list 
of the daily non-stop runs in Great 
Britain exceeding 200 miles in length, 
taken from the 1936 summer time- 
tables. As compared with 1935, two 
runs which are now missing are the 
Paddington—Plymouth journeys of the 
Cornish Riviera Limited, G.W.R. The 
train now stops at Newton Abbot 


ton to Bristol is another new run of 
117-6 miles. There are two additional 
runs between Euston and Crewe, 158-1 
miles, and one more from Grantham to 
King’s Cross, 105-5 miles; from New- 
castle to Edinburgh, 124-4 miles, an im- 
portant addition is the 130 min. run of 
the accelerated 1.20 p.m. from King’s 
Cross, while on the West Coast route 


Daity Non-Stop British Rattway Runs ExceepinGc 200 Mites 1n LENGTH 
SUMMER SERVICE, 1936 


Section Between 


L.N.E.R G.N. & N.E King’s Cross-Edinburgh 


L.M.S.R Western Euston-Kingmoor (Car- 
lisle) 

Carlisle-Euston 

Euston-Holyhead 


| West. & Cal Glasgow-Crewe 


L.N.E.R G.N. & N.F 


G.W.R Paddington-Plymouth (a) 
L.M.S.R West. & Cal Crewe-Carstairs 
Western Euston-Prestatyn 


King’s Cross-Darlington 


* Summer service only 
t Daily during height of summer season only 


(193-9 miles) in each direction, in order 
to attach or detach the assisting engine 
used over the heavy grades between 
Newton and Plymouth; it is only in 
the event of the load being eleven 
vehicles or less that assistance is un- 
necessary with an engine of the 
‘King ’’ class. The non-stop run 
between Paddington and Plymouth, 
which for many years was the longest 
regularly performed not only in Great 
Britain, but in any part of the world, 
is still perpetuated, however, by the 
12.50 a.m. newspaper express from 
Paddington, not conveying passengers. 
Below 200 miles, another journey of 
long standing which is no longer per- 
formed is that of the Great Central 
Section, L.N.E.R., over the 107-6 miles 
from Marylebone to Leicester via High 
Wycombe, as stops have now been sub- 
stituted for slip coaches in the case 
of this express (6.20 p.m. from Maryle- 
bone) at Finmere and Woodford. 
Again there is a substitute, though at 
a considerably lower speed, in the shape 
of the 9.50 p.m. fast freight from 
Matylebone goods, which nightly runs 
non-stop to Leicester by this route. 
Since the summer train service of 
1935, the runs of the L.N.E.R. Silver 
Jubilee, 232-3 miles in each direction, 
between King’s Cross and Darlington, 
have come into operation; and the 
King’s Cross-Doncaster runs (156-0 
miles) replace those between King’s 
Cross and Wakefield (175-8 miles) in 
the case of the Yorkshire Pullman of 
the same company. A notable addi- 
tion to the G.W.R. services is the 
Bristolian, at 67-6 m.p.h. over the 
118-3 miles from Paddington to Bristol 
via Bath, and at 67-2 m.p.h. from 
Bristol to Paddington via Badminton; 
the 5.5 p.m. 2-hr. train from Padding- 


| Distance| Services |_————— 


+t From Carlisle No. 12 Box (297-9 miles) during summer service. 
Saturdays only. a) North Road Station. 


No. of | Fastest 
Daily : : 

| Train Time | Av. Speed 

| 


miles min. | m.p.h. 
392-7 2 |f10.00a.m uy 435 54-2 


1. 10.00 a.m. U 


301 | 00 a.m. D 322 


299-1 | +1 | 12.10p.m.U 330 
263-6 .30 a.m. D 2 


.45 p.m. U 305 


30 p.m uy 198 


00 a.m. 
2.50 a.m. D 240 
0.32p.m.D | 256 
1.15 a.m. D 230 


the 2 p.m. from Euston similarly pro- 
vides a new run of 102-3 miles from 
Carlisle to Glasgow. 

A striking feature of the 1936 time- 
table is the number of non-stop jour- 
neys of betweem 145-9 and 193-7 miles 
in length, of which, with two excep- 
tions, the fastest in every case is timed 
at over 60 m.p.h. from start-to-stop. 
Another interesting point is the extent 


Tora, NuMBER oF Dairy British Non-Stop 


Sum 


Railway Section 
200 Miles 


and Over 


150 Mile 
and Ove 


No 
Western ; 31 
Midland 
Caledonian 
Total 
G.N 
N.E. 
G,E. 
G.C. 
Total 


G.W.R 
S.R. Western 


Grand Total 
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to which modern freight trains are 
worked over long distances without 
stopping, notable L.M.S.R. examples 
being from Crewe to Broad Street, 169.5 
miles (a fish train); Crewe to Wiles. 
der Junction, 152-7 miles (a parcels 
train); on the G.W.R. there are ryns 
from Greenford to Shrewsbury, 145-3 
miles, and Newbury to Newton Abbot, 
141-3 miles, with fitted freighi trains, 
at average speeds of 38-8 to 45 m.p.h. 
The fastest runs from Paddington to 
Plymouth (56-4 m.p.h.) and Padding- 
ton to Newport (58-4 m.p.h.) are made 
by newspaper trains. 

In the second table the totals of 
all runs of 90 miles in length and over 
are summarised; the grand total in 
1936, for the first time on record, ex- 
ceeds 200 In comparison with 1914, 
also, a considerable increase has been 
effected, from 175 to 203, and this 
despite the reduction of 15 in the 
number of such runs over the Midland 
Division of the L.M.S.R., where the 
clair:s of intermediate towns for im- 
proved service have been met by break 
ing into many of the longer journeys 
of the pre-war competitive days. It 
is singular that the L.M.S.R. schedules 
35 runs of between 90 and 100 miles 
in length non-stop, whereas the 
L.N.E.R., by the geographical acci- 
dent of the location of its principal 
towns, has none; so, whereas the 
L.M.S.R. total of 102 daily runs ex- 
ceeding 90 miles considerably averages 
the L.N.E.R. 57 runs, in actual 100- 
mile runs and over the difference is 
small—67 against 57. The eight longest 
regular steam-hauled non-stop runs in 
the world, from 232-3 miles to 392-7 
miles, are made daily in Great Britain 


Runs ExceepinG 90 MiLes tn LENGTH. 
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ROYAL SOCIETY OF ARTS ROAD TRANS- 
PORT EXAMINATIONS.—The Royal So- 
ciety of Arts has published the syllabuses 
of the examinations to be held in May— 
June next year for awards in road 
transport subjects. These examinations 
were instituted last year (the papers then 
set being reprinted with the new sylla- 
buses) for the benefit of road transport 
employees who are not in a position to 
sit for the examinations of the Institute 
of Transport. 


Preparatory courses are held at most 
technical schools, and _ candidates 
may present themselves for examina- 
tion in a single subject, or in one 
of three groups of subjects (each 
based on a one-year course). A diploma 
in Road Transport is awarded to stu- 
dents who pass in all the subjects of the 
three groups. For those unable to take 
the full three-year course, certificates 
are awarded for the single subjects and 
individual groups. 
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MINISTRY OF TRANSPORT ACCIDENT REPORT 


Near Peterston, G.W.R.: June 10, 


1936 
At about 3.49 p.m. the 1.15 p.m. 


train, Carmarthen to Pontypool Road, 
consisti of five 8-wheeled bogie 
ccaches drawn by 4-6-0 tender engine 


No. 5923, and travelling at about 30 
m.p.h collided with a light engine, 
0-6-0 t locomotive No. 8796, run- 
ning at slow speed in the same direc- 
tion on the up main line between 


Peterston West and East signai boxes. 
Twelve passengers and the two drivers 
received slight injuries or shock. Some 
yrmanent way was damaged. The 
weather was fine and clear. Lieut.- 


Colonel! E. Woodhouse conducted the 
inquiry. 
The ompanying diagram shows 


the lines and signals concerned, with 
relevant particulars. The light engine 
UP MAIN OUTER DISTANT. 
PETERSTON PETERSTON EAST 
STATION 


to the up loop, about 200 yd. from the 
box, when attaching the coach. 
Shortly after the 2.10 p.m. train dis- 
appeared he saw a green flag from the 
box; he moved the engine slowly up 
and stopped there, the starting signal 
being at danger. It was usual to do 
this, so that the fireman could go to 
and return from the box speedily. As 
soon as Fireman Morgan had _ left, 
Gould saw the starting signal lowered, 
thought it was for him and whistled to 
recall Morgan; he heard someone shout 
‘Half a mo! ’’ or something like it. 
He was sure it was not goods Guard 
Wooles, who was with him. Noticing 
the up home also lowered he got Wooles 
to go back to warn any train approach- 
ing while he ran the engine forward. 
Wooles confirmed this evidence, but 
heard no conversation between the 
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Site of collision at Peterston 


““"~ PONTSARN I% MILES 
is sent from Peterston East to attach 
coach to the rear of the 2.10 p.m. 
train, Swansea to Swindon. The 


engine and coach waited in the up 
loop till the train passed and stopped 
opposite Peterston West box, when the 
coach was attached in rear and the 
train departed. Such movements occur 

ry rarely: only once a year with a 
passenger vehicle. The light engine 
then ran forward on the up main and 
stopped opposite the box. The fireman 
had left to carry out Rule 55 when he 
saw a following train signalled and 
heard it approaching. He and a goods 
guard, who had been on the engine, 
ran to warn it, but had not gone far 
when it passed them. The driver 
started the engine, which travelled a 
short distance before being overtaken. 
Driver Turner and Fireman Davies of 
the 1.15 p.m. train could not see the 
light engine or the men’s signals until 
they reached the east end of the station, 
owing to the curve, and Turner esti- 
mated his speed as 60 m.p.h. approach- 
ing there, when he partially applied the 
brake as Peterston East outer distant 


was “‘on.’’ Both men thought they 
saw the engine as they reached that 
signal; Turner saw a man on the ground 
signalling at the same time. An 


emergency brake application brought 
speed down to 30 or 35 m.p.h. when 
the collision took place. 

Driver W. Gould, of the light engine, 
said he was just clear of the connection 


thought 
Gould called out ‘‘ Half a mo! ”’ as he 
himself descended from the footplate. 
Gould had no recollection of making 
the remark. 


signalman and Morgan; he 


Morgan had seen the green flag ex- 
hibited, and when climbing down from 
the footplate saw the starting signal 
had been lowered; he called out ‘‘ All 
right? ’’ to the signalman, and heard a 
voice from the box say ‘“‘ Hold on a 
minute,’’ or something to that effect, 
so went towards it; he then heard the 
train approaching and saw the home 
signal was “ off,’” when he shouted to 
Gould and ran to give warning. He 
did not hear any conversation in the 
box or block bell signals. Entries in 
Pontsarn block register showed that 
‘‘out of section ’’ was received for the 
train to Swindon at 3.46 p.m., and the 
train from Carmarthen was accepted at 
the same time; ‘‘ entering section ’’ was 
sent at 3.47. 

Signalman W. Ockewell, Peterston 
West, could give no coherent account 
of his actions just before the collision. 
He stated his original intention to be to 
send the engine back along the up loop, 
but could not recollect what happened 
after the train from Swansea left. If 
he flagged the engine it must have 
been after clearing back to Pontsarn 
and before accepting the train from 


‘ 


Carmarthen. He did not remember 
Morgan calling to him, and denied that 
he answered. He was alone, and 
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Morgan might have overheard a phrase 
in a telephone conversation, though he 
could not recollect telephoning at the 
time. Ockewell had told the com- 
pany’s officers that he knew the engine 
was on the up main and outside the 
box, but stated to Colonel Woodhouse 
that he did not recollect seeing it come 
forward. 

T. H. Morgan, signalman at Peter- 
ston East, said a light engine was 
offered him on the up loop and ac- 
cepted at 3.49 p.m., two minutes after 
he cleared back for the train from 
Swansea. Ockewell was unable to re- 
member offering it and had no entry 
for it in his register. He admitted 
he was not booking promptly. There 
were other discrepancies, some figures 
were almost illegible, and the register 
was written up in a slovenly manner 
generally. Ockewell, who is 62, had 
been 24 years at Peterston and had a 
very good record. 


Inspecting Officer’s Conclusions 

Colonel Woodhouse places responsi- 
bility for the accident on Signalman 
Ockewell, who could offer no explana- 
tion for his serious lapse, but expressed 
great regret for it. That he intended 
to send the engine back on the up loop 
may be accepted; it was the obvious 
course to take to avoid delay. It is 
established that the green flag was 
shown by Ockewell, but for some in- 
explicable reason without setting the 
engine back beyond the points and 
altering them. When it stopped op- 
posite the box he was probably aware 
of it, but failed to notice it was not 
on the furthest line from him. If so 
it was natural to tell the fireman to 
wait while he offered the engine on 
the loop. Signalman Morgan’s evidence 
that this was done is accepted. The 
phrase mentioned by Gould and Wooles 
might well have been their rendering 
of Ockewell’s instructions to the fire- 
man, which they might have overheard, 
or were repeated to them by him, 
though he did not recollect doing so. No 
undue delay appears to have been made 
in carrying out Rule 55. How long 
the engine stood at the box can only 
be surmised, but Colonel Woodhouse 
does not think it can have been more 
than a minute; and if Ockewell was 
under the impression above mentioned 
it is an open question whether the 
fireman’s arrival would have corrected 
it before the passenger train arrived. 
Driver Gould started the engine with 
commendable promptitude and this un- 
doubtedly minimised the collision. 


Remarks 
Though control of the home signals 
by track circuit would have prevented 
this accident Colonel Woodhouse is not 
disposed to recommend it; an excellent 
view of the line is obtainable from the 
box and shunting is not frequent. 








UNITED STATES METALLIC PACKING 
Co. Lrp.—The London office of this 
company is now at Coronation House, 
4, Lloyd’s Avenue, E.C.3. 
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Foundation Stone Laying Ceremonies at Leeds 


On Wednesday last, October 7, the 
foundation stones of the new L.M.S.R. 
and L.N.E.R. station buildings and the 
new L.M.S.R. Queen’s Hotel were 
ceremoniously laid by the Lord Mayor 
of Leeds (Alderman Percival T. Leigh) 
and the Earl of Derby respectively. 
Sir Josiah Stamp, President and Chair- 
man of the Executive, L.M.S.R., who 
was accompanied by Sir Ralph L. 
Wedgwood, Chief General Manager, 
L.N.E.R., presided. Among those who 
accepted invitations to be _ present 
were :— 

Sir Alan G. Anderson, M.P., Messrs. E. B. 
Fielden, W. L. Hichens, A. E. Pullar, G. R. T. 
raylor, E. J. H. Lemon, C. M. Jenkin-Jones, 
J. P. Allix, S. T. Burgoyne, H. J. Connal, 
F. H. Cowell, Ashton Davies, W. Curtis Green, 
W. H. Hamlyn, B. L. Hurst, A. Morris, J. E. 
Papworth, Geoffrey Towle, W. K. Wallace, 
Sir Edwin Airey, Messrs. J. E. Acfield, R. L. 
Matthews, W. Vane Morland, and Thomas 
rhornton. 

[he new works begin the merging 
of the existing Wellington and New 
stations, to be. known as the City 
station. The total expenditure on the 
scheme, which both provides an im- 
provement in the amenities for the 
travelling public and enhances the 
appearance of Leeds City Square, is 
estimated to exceed £750,000. 

rhe alterations and improvements to 
the stations will include a new con- 
course, new accommodation for the 
booking of passengers and the booking 
and handling of parcels traffic (includ 
ing that now dealt with at _ the 
L.N.E.R. Central station), new refresh- 
ment accommodation, and other ameni- 
ties for the convenience of passengers, 
roofing, platforms and permanent way. 
In addition, there will be a new block 
of office buildings ta accommodate the 
Leeds District Passenger Manager and 
staff, as well as other district officers 
and their staff, altogether numbering 
over 300. 

The concourse, which forms one of 
the main features of the improvement 
scheme, will be over 300 ft. long, 56 ft. 
wide, and approximately 34 ft. high. 
It will be built in the form of an en 
closed hall with glazed doors leading 
to the platforms and will be the first 
example of its kind to be erected in 
this country. Round the concourse will 
be grouped the various station services 
including booking office, telegraph 
office, waiting rooms, refreshment 
rooms. The refreshment rooms will 
be served from the kitchens of the 
hotel. 

At the conclusion of the ceremonies, 
a luncheon was given by the Lord 
Mayor in the new Civic Hall at which 
Lord Derby, proposing the toast of 
‘‘ The Queen’s Hotel,’’ referred to his 
presidency of two very distinctive and 
closely allied boards—the Travel and 
Industrial Development Association of 
Great Britain and Ireland, and the 
Hotel and Restaurant Association. In 
the building of the new Queen’s Hotel, 
the railway company was doing a great 


deal for the trade of the country and 
especially for the vicinity. He was 
particularly glad to see a civic welcome 
given to the new hotel, as hotel keepers 
in the past had been continually ham- 
pered by legislation and by-laws. 

Sir Ralph L. Wedgwood, proposing 
the toast of ‘‘ The City of Leeds,’ 
said that he appreciated particularly 
the invitation to speak at a lunch to 
celebrate the enterprise of the 
L.M.S.R., their one-time competitors, 
but now their friends and _ fellow 
workers. There could have been no 
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speare called a 


Spirit 
and a worthy conception of its kre 
as a great city. The Li Mayor 
responded briefly. ; 

Sir Josiah Stamp replied to Lord 
Derby’s toast. The new offices would 
enable the L.M.S.R. to hay district 


passenger manager in Leeds Refer- 


ring to the new hotel, he saic: that the 
reputation of the hotel inats y in this 
country rested to a great exicnt upon 
the railways. They could c! in the 
last 100 years to have been pioneers of 
reform and improvement, d_ the 
L.M.S.R. hoped that the new Queen’s 
Hotel, which would be the grvatest of 


its kind outside London, wi 1 main- 
tain that reputation. 








more appropriate place than Leeds for Mr. E. B. Fielden, Deputy Chairman 
a fresh demonstration of ‘‘ the union L.M.S.R., proposed a vote of thanks 
of hearts’’ in the railway’ world. to the Lord Mayor. TI Lady 
Leeds had always shown what Shake Mayoress also spoke briefly. 
‘ e 
Closed Branch Lines—IV 
London & North Eastern Railway 
Below we tabulate details of the tables in this series were published in 


branch lines closed by the L.N.E.R. 
since the beginning of 1928. The previous 
Section of Line 
(4 ft. 8} in. gauge unless 
otherwise noted under 
Remarks 


Passenger 
Service 
Withdrawn 


Wisbech to Upwell 
Nutbrook and Heanor 
Cargo Fleet to Eston 
Kirksmeaton to Wath 
Gosforth to Ponteland 
Stamford to Wansford 
Selbv to Cawood 


January 1, 1928 
May 1, 1928 
March 11, 1929 
April 6, 1929 
June 15, 1929 


December 31, 1929 


Manuel to Coatbridge aad May 1, 1930 
Blackston to Bathgate _ May 1, 1930 
Bathgate to Morningside... May 1, 1930 
Clackmannan to Dunfermline July 7, 1930 
(via Kincardine) ; 
Chevington to Amble saa July 7, 1930 


Alnwick to Coldstream 
Bourne to Sleaford .., 
Hexham to Allendale 
Downham to Stoke Ferry 
Wakefield to Barnsley rn 
Somersham to Ramsey East 
York to Scarborough line 


Septem ber 22, 1930 
Septem ber 22, 1930 
September 22, 1930 
Septem ber 22, 1930 
Septem ber 22, 1930 
September 22, 1936 


Malton to Gilling January 1, 1931 
Melmerby to Mashain ..-| January 1, 1931 
Murton to Durham (Elvet | January 1, 1931 
line) . : 
Bradford to Shipley and | February 2, 1931 
Windhill 
Mellis to Eye February 2, 1931 
Ely to St. Ives ows .--| February 2, 1931 
Leen Valley Junc. to Lang- | September 14, 1931 
with 
Inverurie to Oldmeldrum 
Wellfield to Stockton al 
South Howden to Cudworth 
Markinch to Leslie ... 
Bentlev to Hadleigh ed 
Drumburgh to Port Carlisle 
Aberlady Junc. to Gullane ... 
Fountainhall to Lauder 
Ellon to Boddam ae 
Leadburn to Dolphinton _... 
Monktonhall Junc. to Gifford 
Millerhill to Glencorse waa 
Spean Bridge to Fort 
Augustus | 
Balloch to Gartness ... rom 
Port of Menteith to Stirling... 
hilsvth to Bonnybridge 


November 2, 1931 
November 2, 1931 
January 1, 1932 
January 4, 1932 
February 29, 1932 


September 12, 1932 
September 12, 1932 
October 31, 1932 ... 
April 3, 1933 
December 1, 1933 
October 1, 1934 


October 1, 1934 
February 1, 1935 


September 22, 1930 


April 30, 1933 ...| 


our issues of August 28, September 4 


and September 11. 


Section 
Completely Remar 
.¢ losed 


July 1, 1929 


All intermediate stations 
closed except Malton and 
Seamer; line emalns 


open for through traffic. 


Closed from Pittingt 
Durham (Elvet 


June 1, 1932 


March 31, 1933 


Closed to all traffic trom 
Banknock = Jun to 
Bonnybridge 
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RAILWAY AND OTHER REPORTS 


London Transport C Stock.—The 
London Passenger Transport Board 
announ that a final payment of 
interest London Transport C stock 
for the r ended June 30, 1936, will 
y the board’s registrars, the 
ngland, on October 29, 1936, 
lers of London Transport C 
tered or inscribed in the books 

k of England at the close of 
n October 5, at the rate of 
nt., less income tax at 4s. 9d. 
making with the interim pay- 
1} per cent., a total of 4 per 

the year. The board also 
annoul that the whole of the con- 
siderations for undertakings transferred 
or iired by the board under the 

133 have now been ascertained. 

inces for the years ended 

1934 and 1935, of the “interest 

iccounts ’’ amount to £28,632, 

ot permit of the payment of 
ther interest on the C stock for 
those years. They have, therefore, been 
d to the C stock interest fund, 
ind are included in the revenue avail- 
able for appropriation for the year 
ended June 30, 1936. The board also 
ymnounces that it will shortly transmit 
to the Minister of Transport the report 
es of the statement of accounts 
tatistics and of the auditors’ 

r the year ended June 30, 1936, 

it copies of the documents will 

e on and after October 29, 1936. 


Buenos Ayres Western Railway. 

rhe directors announce that payment 

a dividend of 5 per cent. for the year 

June 30, 1936, upon the com- 

5 per cent. preference stock 

made on November 5 next. 

same date a dividend of 1 per 

1 the company’s 43 per cent. 

nce stock will be paid in respect 

ame period, the board being of 

opinion that no higher distribution 

would be justified having regard to the 
earnings of the past year. 


t 


Act ol 


transierr 


Buenos Ayres Great Southern 
Railway.—It is announced by the 
directors that payment of a dividend of 
| per cent. for the year ended June 30, 
1936, upon, the company’s 5 per cent. 
preference stock will be made on 
November 5 next. The board is of 
pinion that no further distribution on 
the 5 per cent. preference stock or any 
payment on the 6 per cent. preference 
stock would be justified having regard 
to the earnings of the past year. 


Ribble Motor Services Limited. 
[his company, which is controlled 
jointly by the L.M.S.R. and Tilling & 
British Automobile Traction Limited, is 
paying an interim dividend of 4 per 
cent., the same as a year ago. 


Vulean Foundry Limited.—The 
accounts for the year ended June 30 
profit on manufacturing account 
ot 414,533, against £31,412 for the 
Previous year. It is pointed out in the 
Teport that the balance on this account 
is afiected by the completion or non- 


show 


completion of contracts at the close of 
the year, which finds reflection in the 
item “‘ work in progress’; at June 30 
last this item stood at £245,471, against 
£127,711 a year previously. After 
crediting investment income, &c., and 
meeting charges for general repairs, &c., 
allowing £5,000 for the dividend on the 
preference shares, there is a balance on 
revenue account of 17,054. The 
balance on profit on realisation of invest- 
ments account is £29,796, from which the 
directors recommend a distribution on 
the ordinary capital of 2} per cent. 
(the same), absorbing £21,127, leaving 
£8,669, which will be transferred to 
revenue account, making the carry 
forward £25,724. Competition for 
locomotive and boiler work has re- 
mained exceedingly keen, and _ the 
volume of work has not been sufficient 
to maintain the level of employment 
necessary for economical working condi- 
tions. The works showed an improved 
ratio of employment during the last 
quarter, which has further advanced 
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since the close of the financial year* 
Considerable progress has been made in 
connection with the development of the 
Vulcan-Frichs diesel locomotive. 


Firth (Thomas) & John Brown 
Limited.—An interim dividend of 5 per 
cent. free of tax, will be paid on October 
15. No interim dividend was paid last 
year, but a payment of 12} per cent., 
tax free, was made for the whole of 1935. 


Clayton Dewandre Co. Ltd.—An 
interim dividend of 3 per cent. has been 
paid on the ordinary shares ; warrants 
were posted on October 6. No interim 
distribution was made in 1935, but 
5 per cent. was paid for the whole year, 


Hurst, Nelson & Co. Ltd.—Net 
profits for the year ended July 18 last 
amounted to £30,190, against £22,372 
for the previous year. After providing 
for preference dividends and for a 
dividend of Is. 3d. a share (6} per cent.) 
on the ordinary £1 shares, compared 
with 9d. a share (3} per cent.) for the 
previous year, the sum of £7,766 re- 
mains to be carried forward, as against 
£5,713 brought in. 








L.M.S.R. and L.N.E.R. Joint Committee Changes 


Since October 1 the L.N.E.R. has 
been responsible for the management 
of the Midland & Great Northern 
Railways Joint Committee and the 
Norfolk & Suffolk Joint Railways 
Committee, and various consequential 
changes have been made in the consti- 
tution of the L.M.S.R. and L.N.E.R. 
Joint Committees. So far as the two 
East Anglian undertakings are con- 
cerned, Mr. James McLaren has been 
appointed Secretary to the Midland & 
Great Northern Railways Joint Com- 
mittee, and the Norfolk & Suffolk 
Joint Railways Committee ; the regis- 
ters of the Midland & Great Northern 
Joint Line rent-charge stock (3 per cent.) 
will be kept at the London & North 
Eastern. Railway Company’s _ regis- 
tration office, Hamilton Buildings, Liver- 
pool Street station, E.C.2. The change 
in the secretaryship is, however, but 
one of the results of the redistribution 
of the units of the L.M.S.R. and 
L.N.E.R. Joint Committees. 

Heretofore, various pre-grouping joint 
committees which, on grouping in 
1923, became the joint property of the 
L.M.S.R. and the L.N.E.R., have 
been managed under four group com- 
mittees as follow :— 


Group 1, under the secretaryship 
of Mr. James McLaren, at Marylebone 
station, N.W.1, comprised :— 


Great Central & North Western (15 miles). 

Great Central & Midland (39 miles). 

Great Central & North Staffs (11 miles). 

Great Central, Hull & Barnsley and Midland 
(5 miles). 

Great Northern and London & North Western 
(45 miles), 

Halifax and Ovenden (2} miles), 

Halifax High Level (3 miles), 

Leeds New Station. 

Methley Railway (6 miles). 

Wakefield (Westgate) Station, 


Group 2, under the secretaryship of 
Mr. G. R. Smith, at Euston station, 
N.W.1, comprised : 

Midland & Great Northern (183 miles). 

Mid-Nottinghamshire (64 miles). 

Norfolk & Suffolk (22 miles). 

Tottenham & Hampstead (4} miles), 

Group 3, under the secretaryship of 
Mr. G. R. Smith, at Euston station, 
N.W.1, comprised : 

Axholme (28 miles). 

London & North Western and Great Northern 
Joint Stations. 

Midland & North Eastern 
Knottingley) (18} miles). 

Normanton Station. 

Otley & Ilkley (64 miles). 

South Yorkshire (30 miles). 

Tebay Joint Station. 

Group 4, under the secretaryship 
of Mr. James McLaren, at Marylebone 
station, N.W.1, comprised : 

Aberdeen Joint Passenger Station, 

Dundee & Arbroath Joint Line (including 
Carmyllie Light Railway) (23 miles). 
and, under the secretaryship of Mr. 
T. H. Moffat, at 302, Buchanan Street, 
Glasgow, comprised :— 


(Swinton and 


Carlisle (Dentonholme) Goods Station. 
Dumbarton & Balloch Joint Line (7} miles). 
Grangemouth Branch Railway. 

Perth General Station. 

Perth Station Hotel. 

Princes Dock Branch Joint (1} miles), 

The changes that came into force 
on October 1 are the transfer to Group 1 
of the M. & G.N. and the Norfolk & 
Suffolk ; and the transfer to Group 3 
of the Mid-Nottinghamshire and the 
Tottenham & Hampstead. The old 
Group 2 therefore ceased to exist, 
and the re-formed groups were renum- 
bered. Group 1 (with its additions) 
retains its number ; Group 3 (with its 
additions) becomes Group 2; and 
Group 4 (unaffected by the changes) 
becomes Group 3. 






























































































































































































































































































































































































































































































































































NOTES AND 


L.M.S.R. Station Gardens Com- 
petition.—The L.M.S.R. station at 
Sandy, Bedfordshire, has been awarded 


first prize in the Southern Area station « 


gardens competition. 

Annual Dinner of the ‘‘ Mechani- 
cals.’’—The annual dinner of the 
Institution of Mechanical Engineers 
will be held at Grosvenor House, Park 
Lane, on Thursday, October 22. 

Railway Accident in Polish Corri- 
dor.—A German passenger train from 
Berlin to Pila collided, on October 1, 
with a goods train at Lamberg, in the 
Polish Corridor. Twenty persons are 
reported to have been killed and 150 
injured. 

European-Asiatic Rail Freights. 

A press message from Moscow states 
that the annual European-Asiatic Rail- 
ways Conference was concluded there 
on October 3. The Soviet State Rail 
ways have been entrusted with the 
management of freight passing by 
railway through the U.S.S.R. between 
European and Asiatic countries for the 
next five years. 


Television at Waterloo.—On Tues- 
day the Southern Railway intreduced 
regular television programmes at Water- 
loo station. Every week-day, except 
Saturdays, the programme _ broadcast 
from Alexandra Palace will be shown in 
the waiting room opposite No. 16 plat 
form, from 11.0 a.m. to 12 noon, and 
from 3.0 p.m. to 4.0 p.m. Admission is 
free, but is restricted to holders of rail 
way tickets, including season tickets 


European Timetable Conference. 
—The annual European’ Timetable 
Conference (Conference Européenne des 
Horaires et des Services Directs, or 
Europaische Fahrplan und Wagen- 
beistellungs-Konferenz) is being held 
this year at Montreux. It opens on 
Monday next, October 12, and con 
tinues until October 17. This confer 
ence discusses arrangements for next 
summer’s through international train 
services, which form the basis of many 
of the national timetables, and must 
therefore be fixed early. 


Canadian Pacific Earnings.—Gross 
earnings of the Canadian Pacific Railway 
for the month of August, 1936, amounted 
to $12,010,000, an increase of $1,074,000 
in comparison with August, 1935. In 
the working expenses of $11,376,000 
there was an increase of $948,000, 
leaving net earnings $126,000 higher, 
at $634,000. Aggregate gross earnings 
for the first eight months of 1936 were 
$85,632,000, an increase of $7,037,000 
and the net earnings of $8,404,000 were 
higher by $307,000. 


Canadian National Earnings. 
For the month of August, 1936, gross 
earnings of the Canadian National 
Railways amounted to $15,733,625, an 
increase Of $1,537,155 in comparison 
with August, 1935. Operating expenses 
($15,053,044) advanced by $1,426,246 
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to leave net earnings of $680,581, 
which were $110,909 lower than’ for 
August, 1935. Aggregate gross earnings 
from January | to August 31, 1936, were 
$116,491,348, an improvement of 
$7,291,951, but the net earnings for the 
eight months were $600,506 lower, at 
$3,242,824. 

London Tramway Service Re- 
placed.—On Tuesday, October 6, the 
London Transport tramway service No. 
73, running between Wanstead Park and 
the Royal Albert Docks, was worked for 
the last time. Part of this route was 
opened as long ago as June 22, 1901, by 
the East Ham Corporation, and was 
therefore one of the earliest electric 
tramways in the Metropolis ; the exten- 
sion to the Royal Albert Docks was 
opened on August 27, 1902. The route 
was scheduled by London Transport for 
conversion to trolleybus working, but 
petrol buses have now replaced the 
trams. Workmen’s fares and season 
tickets which have been available on 
the trams are transferred to the buses. 

The Jaywick Miniature Railway. 

As we briefly recorded in our issue 
of August 7, a one-mile miniature rail- 
way at Jaywick, near Clacton, was 
officially opened on July 31 last by Mr. 
C. H. Newton, Divisional General 
Manager (Southern Area), L.N.E.R. 
The locomotive used is based on the 
well-known G.N.R. “eight footer ”’ 
design of Patrick Stirling, and is a 
complete rebuild of an 18-in. gauge 
engine formerly at work on the Fair- 
bourne Miniature Railway, near Bar- 
mouth. We reproduce below a 
photograph of the engine and train. 
From the Miniature Railway & Specia- 
list Engineering Company, the pro- 
prietor of the Jaywick line, we learn that 
the locomotive in use there incorporates 
the frames and, curiously enough, the 
boiler of the old Fairbourne engine. 
The cylinders are oiled by a ratchet- 
operated mechanical lubricator, and the 
tender is fitted with air brakes. The 


Train on the Jaywick 
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latter are to be extended to tl 


: coaches, 
The coachwork of the thre« issenger 
vehicles was by Caffyns of Eastbourne 
but all mechanical gear, nd the 
rebuilding of the locomotive, are the 


work of the Miniature Railway & 
Specialist Engineering Company. The 


permanent way, of flat-bottomed rails 
(12 lb. per yard), bolted to stec! leepers, 
runs along the top of an old, picturesque- 
ly curving dyke for approximately 


one mile between Jaywick Sands and 
the Tudor Village. 

Inventions Exhibition.—Jhe 1936 
International Exhibition of Inventions. 
opened on September 30 at the Central 


Hall, Westminster, and continues until 
tomorrow. There are two se ns, the 
upper hall occupied by trade stands, 
and the lower principally by private 
exhibits of inventors’ work. There jis 


a goodly number of subjects of engineer 
ing interest, including applications of 
novel ideas to internal combustion 
engines, steam engines, transmissions, 


and gearing. The Southern Railway 
displays a showcase model of a cross 


Channel steamer, while the L.N.E.R 
similarly shows a model of the F/ying 
Scotsman locomotive, and includes litera- 
ture giving particulars of the Silver 
Jubilee train and its services. 


Opening of Railway on the Riigen- 
damm.—the first train passed over 
the new railway connection on the 
Riigendamm, between the island of 
Riigen and the German mainland on 
October 5; the roadway is to be 
opened some weeks later. The under 
taking is the realisation of a scheme 
dating as far back as 1863, and replaces 
a ferry service that has been running 
for many years. The inconvenience of 
the latter has been especially felt since 
the war. Proposals for building either 
an elevated bridge or a tunnel were 
considered but were found too costly 
A dam was decided on, with movable 
bridge opening for ship traffic, the total 
length of which from bank to bank is 
2-5 km. (1-55 miles). It accommodates 
both a single-line railway and a road. 
The financing of the undertaking has 





Miniature Railway 
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between Chicago and Milwaukee and 
the resort regions of northern Wis- 
consin. Since the Hiawatha began 
operation, on May 29, 1935, a total of 
323,585 paying passengers used the 
train up to the end of August of this 
year, an average of 701 daily. August 
business this year is 36 per cent. ahead 
of that for the same month a year ago, 
when 25,003 revenue passengers tra 
velled on the train. 


Road Accidents.—The Ministry of 
Transport return for the week ended 
October 3 of persons killed or injured 
in road accidents is as follows. The 
figures in brackets are those for the 
corresponding period of last year :— 


not been easy, the total sum required 
being nearly 26 million Reichsmark. 
Sweden is willing to assist with a 
joan, but the depreciation of the Krona 
deferred the conclusion of an agreement 
and eventually Germany—partly with 
Reichsb funds—found the capital ; 
work was begun in 1932. A considerable 
increase road traffic is expected, as 
ual as improved railway services from 
i to western Germany. The 
Riigendamm bridge was described by 
Dipl. hh O. Bondy in our issue of 
Septem ap 1935, in the of 
I of articles on welding pro- 
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CONTRACTS AND TENDERS 


Craven's Railway Carriage & Wagon 
Co. Ltd. has received an order from the 
L.N.E.R. for 80 25-ton four-wheeled 
hoppered iron ore wagons. 

The Metropolitan-Cammell Carriage & 
Wagon Co. Ltd. has received an order 
from the Dorada Railway Co. Ltd. for 
six bogie convertible cattle wagons of 
25,000 kilos. capacity, for the 3-ft. 
gauge. 

Lobnitz & Co. Ltd. is reported to 
have received an order from the South 
African Railways and Harbours Admin- 
istration for three steam tugs. 

Frank How & Co. Ltd. has received 
contracts for cylinder oil for the Egyp- 
tian State Railways and for lubricating 
oil for the Egyptian Delta Light 
Railways. 

Barrett Tagant & Gotts Limited has 
received an order from the Egyptian 
State Railways Administration for 
grease at a total price of £185 delivered 
f.o.b. London. (Order No. 59,189.) 

H. J. Skelton & Company has received 
an order from the Egyptian State Rail- 
ways Administration for mild steel at 
a total price of £355 f.o.b. Glasgow, 
Middlesbro’, Newport. (Ref. No. E.S.R. 
1.292.) 

W. & T. Avery Limited has received 
an order from the Indian Stores Depart- 
ment for five portable platform weighing 
machines with back rails. 


Craven Brothers (Manchester) Limited 
has received an order from the Indian 
Stores Department for one Wadkin 
14-in. horizontal belt sander. 


Saxby & Farmer (India) Limited has 
received an order from the Indian Stores 
Department for 187 home and 34 warn- 
ing signal arms in vitreous enamel. 


William Jacks & Co. has received 
an order from the North Western KRail- 
way of India for one 8}/9}-ton com- 
pound steam road roller to be manufac- 
tured by John Fowler & Co. Ltd. 


The Asbestos & Belting Co. Ltd. has 
received a rate contract from the Indian 
Stores Department for the supply of 
files to be manufactured by Henry 
Rossell & Co. Ltd. 


Ramchand Jethmal has received an 
order from the Indian Stores Depart- 
ment for 800 cwt. of galvanised, stranded 
steel wire for signalling purposes at a 
total price of Rs. 13,671, free delivery 
N.W.R. Stores Depdt, Karachi. 

The Yorkshire Engine Co. Ltd. has 
received an order from the Madras & 
Southern Mahratta Railway for four 
superheated locomotive boilers for MHS 
class 4-6-0 locomotives, to be supplied 
to the inspection of Messrs. Rendel, 
Palmer & Tritton. 


Tenders are invited by the Egyptian 
State Railways Administration, receiv- 
able by December 29, at the General 
Management, Cairo, for the supply of 
38 10-ton petrol tank wagons. 


Henschel & Sohn A.G. has received 
through the Bombay Co. Ltd. an order 
from the Great Indian Peninsula Rail- 
way for a quantity of cylinders, piston 
valve liners, studs and nuts, and one 
piston valve. 

The South African Railways & Har- 
bours Administration, Stores Depart- 
ment, is calling for tenders (Tender 
No. 1060) for the supply and delivery 
of quantities of bolts, nuts, screws, 
rivets and washers for 100 open high- 
sided steel bogie wagons (type BB.4), 
which are to be built at Durban. Tenders 
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receivable by October 26 and endorseq 
“Tender No. 1060 for Bolts, Nuts 
and Rivets, &c.”" should be addresseq 
to the Chief Stores Superintendent, Park 
Station Chambers, Johann urge, 
Tenders are invited, ré 

the Agent, Assam-Bengal 
Chittagong, by October |: 
supply of 10 metre-gauge bovik 
tank wagons of 4,500 gall apacity 
IL.R.S. MBTP type, complete with 
vacuum and hand brakes, | without 
wheels and axles. The tanks are to be 
27 ft. long and 6 ft. 7 in. diam, The 
length over headstocks of t!} 
is to be 29 ft. 6in., and the b 

are to be 18 ft. apart. 


ible by 
Railway, 
for the 

petrol 


wagons 
centres 








Forthcoming Events 


Oct. 9 (Fri.).—Institute of Welding (Midlands) 
at James Watt Inst., Birmingham, 7.15 p.m, 
‘* Manufacture of Welding Wire,” by the 
Chairman. 

Railway Students’ Association (Edinburgh), 
at Goold Hall, St. Andrew Square, 7.30 p.m. 
** Success, the Various Ingredients which 
go to the Making of Such, and the Power 
of Personality,” by Mr. G. Begg. 

Oct. 10 (Sat.).—Stephenson Locomotive Society 
(Midlands—Northern), at 4, Bury Old Road, 
Manchester, 6 p.m. Annual General 
Meeting. 

Oct. 12 (Mon.).—Diesel Engine Users’ Associa- 
tion, at Caxton Hall, Caxton Street, Lon- 
don, S.W.1, 4.45 p.m. ‘The Present 
Position of Special Steels for Diesel En- 
gines,”’ by Dr. S. Dorey. 

Institute of Transport, at Inst. of Electrical 
Engineers, Savoy Place, London, W.C.2, 
5.30 p.m. Presidential Address by Sir 
Alfred Read. 

Stephenson Locomotive Society (London), 
at Dining Club, King’s Cross Station, 
L.N.E.R., N.1, 6.30 p.m. ‘“‘ Reminiscences 
and Railway Experiences,” by Mr. J. 
Maskelyne. 

13 (Tues.).—Institution of Heating and 
Ventilating Engineers (London), at Inst. 
of Mechanical Engineers, Storey’s Gate, 
S.W.1, 7 p.m. ‘* Warmth and Comfort,” 
by Mr. T. Bedford. 

.N.E.R. (Newcastle-Sunderland) Lecture 
and Debating Society, at Newcastle, 7 p.m. 

‘The Working and Outlook of the Goods 
Commercial Department,” by Mr. W. 
Blakey. 

Permanent Way Institution (Sheffield), at 
Royal Victoria Hotel, 7 p.m. ‘* Permanent 
Way Materials—Stocks and Usage,” by 
Mr. B. Simmerson. 

Illuminating Engineering Society, at the 
Lighting Service Bureau, 2, Savoy Hill, 
London, S.W.2, 5.30 p.m. Opening meeting 
of session and presidential address by Mr. 
Arthur Cunnington, Assistant to the Chief 
Engineer, Southern Railway, for Lighting, 
Heating, and Water. 

Oct. 14 (Wed.).—Institute of Welding (London), 
at Inst. of Mechanical Engineers, Storey’s 
Gate, S.W.1, 6.30 p.m, ‘ Internal Stresses 
in Welding and their Determination,” 
by Dr. L. Reeve. 

Institute of Welding (Scottish), at Royal 
Philosophical Inst., 207, Bath Street, 
Glasgow, 7.30 p.m. “‘ Electric Arc Welding 
Equipment,”’ by Mr. A. Bent. 

L.N.E.R. (Darlington) Lecture and Debating 
Society. ‘‘A Realist View of the Railway 
Future,” by Mr. W. A. Willox. 

Permanent Way Institution (London), at 
London Transport Dining Club, Pelham 
Street, S.W.7, 7 p.m. ‘ The Evolution of 
Underground Stations,” by Mr. T. Bilbow. 

Oct. 15 (Thurs.).—G.W.R. (London) Lecture 
and Debating Society, at General Meeting 
Room, Paddington Station, W.2, 5.45 p.m. 
“The Flow of Peoples,” by Mr. W. W. 
Wakefield, M.P. 

Institute of Fuel, at Inst. of Mechanical 
Engineers, Storey’s Gate, London, S.W.1, 
2.30 p.m. Presidential Address by Sir 
Philip Dawson. Annual Dinner and Dance, 


at Connaught Rooms, Great ( 
Kingsway, 6.45 for 7.15 p.m. 

Institute of Metals (London), 
Physical Laboratory, Teddin 
sex, 7.30 p.m. ‘ The Comn 
the Engineer and Metallurgi 
H. Gough. 

Institute of Welding (Leeds), at H 
pole, 7.30 p.m. ‘* Copper W 
Mr. H. Martin. 

Institution of Locomotive Engi 
chester), at Literary Societ 
Street, 7 p.m. Address by the | 

Institution of Locomotive Engi 
tish), at Royal Technical Coll 
Street, Glasgow, 7.30 p.m. R¢ 
of the Visit to Germany, June, 

Oct. 16 (Fri.).—Permanent Way 
(Newcastle), at Mining Inst 
Road,7 p.m. ‘* The Influence 
on Railway Development,” by 
Willox. 

Oct. 17 (Sat.).—Permanent Way | 
(Manchester—Liverpool), at I 
Inst., London Street, Southpor 
* Relaying in Woodhead Tunne 
A. Nixon. 

Stephenson Locomotive Society (Scottish), at 
Mathieson’s, High Street, Falki 3 p.m, 
Business Meeting and Dinner 

Oct. 20 (Tues.).—British Timken | ted, at 
May Fair Hotel, Berkeley Square mdon, 
W.1, 7.30 p.m. Annual Dinner. 

Federation of Railway Lecture and [Debating 
Societies (N.E. Area), at York, 7 p.m. 
“Education and Industry,” by Mr. J. 
Nicholson. 

Institute of Transport (London), at 
Electrical Engineers, Savoy Place 
6 p.m. ‘‘ Road Transport Statistics,” 
Mr. A. Kirkus 

Permanent Way Institution (Scottis! 
Royal Technical College, Georg: 
Glasgow, 7.30 p.m. “ Rail Joint 
Mr. W. White. 

Oct. 21 (Wed.).—Institute of Welding (Man 
chester), at College of Technology, 7.30 p.n 
“Internal Stresses in Welding and _ their 
Determination,”” by Dr. L. Reeve 

Railway Engineers’ Oxy-Acetylene 
Conference, at British Oxygen ( Ltd., 
North Circular Road, Cricklewood, London, 
N.W.2. 

Oct. 22 (Thurs.).—Institution of Electrical 
Engineers, Savoy Place, London, W.C.2, 
6 p.m. Presidential Address by Mr. H. 
Young. 

Oct. 23-24.—L.M.S.R. (London) Dramati 
Society, at Cripplegate Inst. Theatre, 
Golden Lane, E.C.1, 8 p.m. ‘“ The Last 
of Mrs. Cheyney.” 








Forthcoming Meetings 


Oct. 28 
Southern Railway Co. Ltd. (Annual 


(Wed. )—Buenos Ayres Great 

General), River Plate House, Finsbury 
Circus, E.C.2, at 12.15 p.m. 

Nov. 4 (Wed.)—Buenos Ayres Western 
Railway, Limited (Annual General), 
River Plate House, Finsbury Circus, 
E.C,2, at 12.15 p.m. 
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have Applications must be filed on or before the 


l pon been lodged with the Railway Rates Tribun: ." seth day cf October, 1936 ; 
( P i affic Act, 1933 The Procedure to be followed in regard to the _A copy of each Application can be obtained 
R and Rail Tr ‘ inspection of the said Applications and_ the from Mr. G. Cole Deacon, Secretary, Rates and 
Agreed Charges filing cf Notices of Objections is that published Charges Committee, 35, Parliament Street, 
in the ‘“‘ London Gazette” ef 28th July, 1936. Westminster, London, S8.W.1, price 1s. post free. 
Y | IS HEREBY GIVEN that Appli- Printed copies of the Procedure can be ob- T.. ) kane SON 
= for the approval of Agreed Charges tained from the Office of the Tribunal, Bush r. J. D. ATKINS N, 
ler t rovisions ef Section 37 cf the Kead House, Aldwych, London, W.C.2. : 7 Registrar. 
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rHE TAUNTON CIDER CO. LTD., Norton Fitzwarren, Somerset ; 
Cider 

THE TAUNTON CIDER CO. LTD... Norton Fitzwarren, Somerset ; 
Returned Empties 

rAYLOR, LAW & CO. LTD., Tala Works, Adams Street, Birmingham, 7 ; 
linware and irdwi 

W. TREVOR WATKINS, Ystr Mynach Cattle, Calves, Pigs and 
She 


METAL STAMPING CO. 


t 


rHE WELSH TINPLATE « LTD., Lianelly ; 
Knamelled Ware, Tinware, « 

EXCEL CO. LTD., 50 and 52, St. John 
E.C.1 Cooked Meats, Preserved Pr 


FLEMING REID & CO. LTD... Gre 


street, West Smithfield, London, 
Visions, and Sausaces, 
Returned Empties 


nock 


JOHN HEEMSKIRK, 7. Rashleigh House, Thanet Street, London, 

Wt Bubls, Plants and Rose Tree 

SONS (CORNWAI 1) LTD., Camelford, Cornwall 
Rabbits (dead 

WELCH, MARGETSON & CO. LTD 
Cextile Slippers and Umbrellas 

CARRIE k S OF CUMBERLAND, Low Row, near 


Meat Cream, Sweet 


Moor Lane, London, E.C.2 ; 


Carlisle Cooked 











\. GOLDENFELD & CO. LTD., 101, High Street, Whitechapel, London, 
Kk. Boots, Sho ! a Lamp Bulbs, Haberdashery and Textiles. 

HORNE exc Ht KS IMITE D, 90 and 92, Oxford Street, London, 
W.1 soots, Clothi 

= . RK. PITCHI R s 1 IMITED, Rock Place, Godalming : Woollen 
Good 

SAXONE SHOE CO. LTD... Kilmarnock Boots and Shoes 











THE SOUTH WESTERN DAERIES LIMITED, Sherborne, Dorset ; 
Butter, Cheese, Crear md Honey 
LUKE TURNER & CO. LTD., Deacon Street, Leicester Elastic Web 


COHEN & WILKS LIMITED 
Manchester Clothing 


Aquatite Mills, Derby Street, Cheetham, 
etc ex eds 


Le 
Aquatite Mills, Derby 


COHEN & sdeegy -d--ininiglrng Street, Cheetham, 
Manchest thir x Mancheste 

rHE DUCHESS Ol DEVONSHIRE DAIRY CO. LTD., Tiverton 
Devo B Crea kegs, Cheese, Fish and Meat Pastes, et 

hl GE NI Litt i lyware Road, Hendon, London, N.W Pape! 
Sa li parts of Hair Waving Machines 

THE FOR! STREET WAREHOUSE CO, LID., 104, Fore Street, 
! mn Drapery, et 

GRIFI ve \ DIGGENS LIMITED, Palace of Industry, Wembley, 
Middlese Waxed Payu 

JAMES Me NEE & SON, Strathearn Preserve Works, Crieff, Perth 
shire Preserves 

PARAMOUNT BETTING SYNDICATI LIMITED, Ring Road,, 
Wortley, Leeds Clothing, Draper, nd General Stores Wares 

t traft W) ¢ fssociated oF Subsidiary 


fpplrcabl 


I IRIE AP p 1} iTON ¢ CO. LTD., Aldgate House, 46-58, Mansell Street. 
London I per, Stationery, et ex Bucksburn and Aberdeen; 

CHAR cas EVESON LIMITED, Vicarage Road, Lye, near Stourbridge 
Aluminium Ware, Enamelled and Galvanised Hollow-ware 
typlicable also to traffic ¢ ned hy one issociated or Subsidiary 
Cor a / 

THE MURPHY CHEMICAL CO. LTD., Wheathampstead, Herts ; 
Winter Wash, Calcium Hydrosulphide, Insecticides, Sulphur, Copper 


Fungicides, et 


Central Argentine Railway Limited FFVEST ROOM ASSISTANTS.—Railway Sig _ Universal Directory of Railway Officials 
° relay testers and adjusters wanted for ¥ . 
YOTICE IS HEREBY GIVEN that | Wembley’ factory. Consideration will be given and Railway Year Book 
N } Transfer Book vi the 5 per cent to improvers having suitable bench experience —— 
- SEBEC wuss 0 5 . State qualifications, and wages required > ot RAI ™ 
Redeemable Debenture Stock, 1967/87, will be Box No. 22, c/o THe Ratway Gazette hill 42nd Annual Edition, 1986-1507 
! on 10th October, 1936, for one day only Street, S.W.1 Price 20/- net. 
vy the preparation of Warrants for interest for By unique a gees ae aves the pomme of 
he half-vear ending 31st October, 1936 — ap enemeNmirWid indented fo all the principal railway officers throughout 
ending Sims Sex wer, ms t FFICIAL ADVERTISEMENTS intended for the world, together with essential particulars 
RONALD LESLIE, insertion on this page should be sent in of the systems with which they are connected. 
London Manager and as early in the week as possible. The latest Much general and statistical information about 
Secretary. time receiving official advertisements fer railways is also concisely presented. 
. Coleman Street this page for the current week’s -— -, -— . 
cas fs oem on Thursday. All advertisements should be THE =CTOR IBLI NG CO. LTO 
London, E.C.2 addressed to :—The Railway Gazette, 33, Tothill THE DIRECT wi PUBLISHING : LTO. 
6th October, 1936. Street, Westminster, London, S.W.1. 33, Tothill Street, London, S.W.1 








THE L.N.E.R. MusicaL Society. 
The twenty-eighth annual 


the L.N.E.R. Musical Society was held 


for the past season were adopted. The 


officers of the 
committee 
Mr. Charles Bowles proposed and M1 


meeting of of the 


members 


society 


were then 


of the 


and the 
re-elected. to 


committee 


esteemed services.’’ This was responded 
by Mr. C. H. Newton, chairman of 
who spoke of the pleasure 


members 


r. W. committee, 


in the board room at Liverpool Street Eaton seconded “‘ That the best thanks it gave the executive to do all in their 
station on September 30, with Mr. of the members of the society be given power for the society’s well-being. Mr. 
William Whitelaw, President of the to the chairman, directors, and officers Whitelaw, in reply to a vote of thanks, 
society, in the chair. On the motion of of the company for their kind and complimented all connected with the 
the chairman, seconded by Mr. A. J. valuable support, and to the officers of society on the excellent concerts which 
Stevens, the report and balance sheet the society, and the chairman and their efforts secured. The first concert 


for their this season will be held on November 30. 
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Railway Share Market 


rhis railway also reports a traffic payment on the second 
£29,000 for the past week. L.M.S. to be diminishing 
mut little changed -«< 
the traffic gain of await the re 
£78,000 for las k—this week’s figures ‘e likely to sh 
this 


re likely Dring tne gate increast 
+} railway 


1 the il ; to virtually 
£2 000,000 level ry the current ve 
prefer 
*h 


ug 


t 





iny 

expecter 

ictive ast week’ h ) | p further 
£44,000 








Aggregate Traffics to Date 


Railways 
Increase 


Decrease 


f { , 
Antofagasta (Chili) & Bolivi 3 4.10.36 15, 3.890 { 540.810 ¢ 2 53.720 Ord. Stk 
| Argentine North Eastern 7 3.10.36 1.428 ; 130,427 . ; 11.336 
Argentine Transandir 
Bolivar 
Brazil 
Buenos Ayres 
Buenos Ayres Central 
Buenos Ayres Gt. Southern 5 3.10.36 
Buenos Ayres Western 3.10.36 5 3,221 : 540.584 559,610 19/026 
Central Argentine 3.10.36 3, 29,165 886,253 1,659,906 226,347 
Do 
ent. Uruguay of M. Video . "6.9.36 2.623 ' 135.6 108,201 
Do Eastern Extr 26.9.36 ; 532 ‘ ne . 18'106 
De Northern Extn 85 26 9.36 1,226 16 ‘ 3797 14.438 
De 


A. Deb 

1936 5, 200 C 57,700 o ; 2,406 6p.c. Det 
Bor 

& Pacific = 3.10.36 23 3.204 d 019,869 1,008,914 10.955 

19.9.36 : 7 + $11,600 1 568,300 1,516,400 251,900 Mt 

1.925 : 500,902 1,670,583 ~ 169,681 Ord 


) Western Extn ‘ 26.9.36 923 29 9,828 
Cordoba Central 3.10.36 28,350 260 483,960 450,840 4 33,12 Ord. In 
/ Costa Rica ; July, 1936 21,438 ,708 21,438 13,730 708 Stk 
Dorada \ug., 1936 16,900 aon 112,200 93,300 { 1 Mt. Db 
Entre Rios 3.10.36 13,006 296 173,U32 171,363 ; Ord. Stk 
Great Western of Brazil 3 3.10.36 7,2 290,000 289.000 Ord. Sh. 
International of Cl. Amer Au 1936 $317,321 $12 ‘ $3,624,632 $3,265,016 + $359,622 
Interoceanic of Mexico Is' Pref 
La Guaira & Caracas 1936 4,350 79 : 41,545 34,985 6,560 Sik 
Leopoldina 3.10.36 25,329 } l 759,017 697.613 61,404 Ord Stk. 
Mexican 30.9.36 £343,300 + 30, s¢ $3,309,900 £3,263.100 } £46,300 
Midland of Uruguay : Aug., 1936 7,887 + 2. 15,621 11,011 ' 4,610 © Ilo 
Nitrate : 30.9.36 3,755 ! - 93.600 110,154 16,554 Ord. Sh 64 
Paraguay Central 26.9.36 92,387,000 + 311 33,466,000 $29,128,000 + 24,338,000 Pr. Li. Stk SO lo 
Peruvian Corporation 1936 85,485 + 2 257,046 217,772 39,274 Pref 105g 
| Salvador 26.9.36 t11,512 ? < 135,527 152,540 ~ 16,913 Pr. Li.Db 65 
| San Paulo 27. 9.36 26,833 , 159,560 947,419 + 212,141 Ord. Stk 80 
raltal : } Aug., 1936 3,625 6,150 4,945 1,205 Ord. Sh. 111), 
United of Havanz 35 3.10.36 15,017 2'6,842 237,016 20,174 Ord. Stk 3116 
Aug., 1936 778 1,644 1,199 455 Deb. Stk 41p 


South & Central America 


Uruguay Northern 


Canadian National 
Canadian Northern 
Grand Trunk 

| Canadian Pacifix 


3.9.36 1,183,267 5 26,889,662 25,026,036 1,863,626 —- 
- 4+ p.c. Perp. Dbs. 785g 
- 4p.c,Gar. 1035g 
.988,800 18,408,000 1,580,800 Ord. Stk. 141ly¢ 


Nn 


914 518,020 $ 19,894 Ord. Stk 921g 
777 65 760 9,983 Ord. Sh. 105 
,259,!27 1,164,038 95.089 Ord. Stk. 30119 
59.958 61,288 . 1,330 1271p 
2,672,685 2,823,730 151,045 ; 105 — 
048,650 3,811,050 + 237,600 . 11514 
2,491,213 2,427,187 61,026 . 1281p 
246,942 220,324 26,618 ; 294 
,810,321 1,819,580 9,259 F 11934 


Assam Bengal 2,179 
Barsi Light 118 
Bengal & North Western 4 20.9.36 1 2.817 
Bengal Dooars & Extension 20.9.36 ‘ O10 
4 Bengal-Nagpur 3 10.9.36 35,5 640 

Bombay, Baroda & Cl. India 3,072 3.9.36 3.700 

Madras & Southern Mahratta 3,: 19.9.36 25 . 332 
| Rohilkund & Kumaon 29.9.36 2: + 087 
| South Indian ‘ ; ¢. 10.9.36 1 4 687 


537, 
55, 


t 


nmr 
wuania we 


be 
= @ 
=. 


3 
wWumnw vignsi< 


India.t 
Shot 
nn 
a 


ot 
wu 


t 


( Beira-Umtali : July, 1936 7,97 3,936 645,318 640 305 5,013 = . 
Bilbao River & Cantabrian Aug., 1936 628 35 11,993 12,197 204 7 
Egyptian Delta 20.9.36 7.12 854 2 102,452 95.138 7,314 Prf. Sh 2 
Great Southern of Spain 29.8.36 8S - 2,514 35 33,629 62,623 28,994 Inc. Deb 31g 
Kenya & Uganda . ,625 ug., 1936 166,963 1.738 |: ,781.864 1,641,345 140,519 = 
B. Deb, 48 
Mashonaland : 
Midland of W. Australia .. 2 ug., 1936 
Nigerian 5 a ; 25,139 i 6,078 2 590,693 493 170 97523 phan ews J 
Rhodesia -+| 1,598 | July. 199,545 401 1,868 330 1,923,854 55,524 4p.c.Db. 10512 | 101 
South African ../ 13,26° 2 ; 639,949 68,155 . 14,143,472 12,941,450 1,202,022 i — A 
Victoria ‘ 703,693 + 16,855 52 9,689 925 9,421,092 268,833 _ a= — 
{ Zafra & Huelva F 2 May, 1936 8,82! 2,027 48,574 55,398 6,823 wn pa es 


11,651 - 393 ‘ 21,885 23 052 1,187 Inc. Deb. 9834 93 


various. 


| 
Manila . a 
{ u 1936 103,104 8 610 019.185 1,159 674 140,489 1Mg.Db. 10414 100 
| 
| 


Note.—Yields are based on the approximate current prices and are within a fraction of 14. 
t Receipts are calculated @ Is. 6d. to the rupee. § ex dividend. Salvador and Paraguay Central receipts are in currency. 
The variation im ©! riing value of the Argentine paper peso has lately been so great that the method of converting the Sterling weekly receipts at the par rate of exchange 
has proved miswaciug, the amount being overestimated. The statements from July 1 onwards are based on the current rates of exchange and not on the par value. 





